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tion. The Senate committee on interstate commerce acted 
on the Smith resolution without any public hearing. That 
part of the resolution now relating directly to rates on prod- 
nets of agriculture, including live stock, had its origin in the 
Senate. 

In this column June 13, 1926, we published a letter 
from Mr. Thom in which he stated that the Hoch resolution, 
4s originally drafted, was objectionable ; that the Hoch reso- 
lution was later modified ; that, as modified, it was thought 
that it simply required the Commission to do what it was do- 
ing every day; that he did not see any sufficient reason for 
adopting such a resolution, but that he desired to avoid the 
charge of occupying the unreasonable position of offering 
objection to everything that was proposed. After that, how- 
ever, said Mr. Thom, the resolution was substantially 
amended by addition to it of some of the provisions of the 
Smith resolution. 

“To this I was much opposed, and so expressed my- 
self,” said he. “As there were no committee hearings, I was 
unable to make an argument on the subject or to put my 
objections into an effective form. Personally, I greatly de- 
plore the passage of the resolution.* * * While I have not 
been authorized to make any statement on their behalf, I feel 
safe in expressing the belief that the railroads did not favor 
the passage of the resolution in its present form, saw no 
reason or justification for the passage of it in any form, and 
feel apprehensive that the effects of a nation-wide investiga- 
tion of the rate structure may be more hurtful than helpful 
to the best interests of the country.” 

With reference to the statement made by Mr. Cain, 
it is sufficient to say that, after the Hoch-Smith resolution 
became a law, the American Short Line Railroad Associa- 
tion adopted a resolution favoring its repeal. 

The Hoch-Smith resolution was finally approved by the 
House June 7, 1924, the last day of the long session. At 
the short session that began in December, 1924, Senator 
Smith, of South Carolina, who was at that time chairman of 
the Senate interstate commerce committee, did not bring 
up the conference report on the resolution until January 27, 
1925, when, without debate, the Senate adopted the confer- 
ence report. It was believed by some that the conference 
report would not be brought up for consideration and that 
the resolution would die with the end of the session on 
March 4, 1925. That may have been the reason why those 
opposed to the proposed legislation did not have members 
of the Senate “on guard” when the conference report was 
presented. Shortly before he called up the conference report 
for consideration, Senator Smith had attended a White 
House breakfast at which recommendations of the Presi- 
dent’s Agricultural Conference were considered. One of the 
recommendations was that the freight rate structure be re- 
vised. Hot cakes and sausage may have had a great deal to 
do with final approval of the Hoch-Smith resolution. 

The state commissioners’ committee said it would 
scarcely be believed that Senator Cummins, Chairman Wins- 
low, and others who co-operated in the framing and passage 
of the resolution would stand sponsors for legislation either 
“silly and pestiferous” or radical and revolutionary. Able 
as they were as members of Congress, the senator and chair- 
man were not infallible as to transportation legislation, and 
we think they made a serious mistake in helping to put 
through such legislation as that embodied in the Hoch-Smith 
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resolution. That they did make a mistake, we think, is be- 
coming increasingly apparent as administration of the reso- 
lution goes on. 

The Associated Traffic Clubs of America, at its con- 
vention in Richmond last week, took cognizance of this 
growing appreciation of the mistake embodied in the Hoch- 
Smith resolution and took action pressing again for repeal. 
It is to be hoped that the member clubs will ratify the action 
of their delegates. It*is also to be hoped that the National 
Industrial Traffic League, which meets soon, will fall in 
line. We note that Mr. Fulbright, chairman of its legisla- 
tive committee, expressed himself at the Richmond traffic 
club meeting as being in sympathy with the principle of the 
action there taken. 

One phase of the misunderstanding that exists with re- 
spect to this Hoch-Smith legislation is illustrated by a recent 
editorial in The Nation’s Business, the organ of the Cham- 
ber of Commerce of the United States. Speaking of the 
Commission’s interpretation of the legislation, it says: 


The Interstate Commerce Commission seems to be interpreting 
the Hoch-Smith Resolution as a charter to administer first aid to 
depressed industries. That at least seems to be the interpretation put 
upon it by certain members of the Commission in the Lake Cargo 
Coal and California Fruit cases. It was that interpretation which 
drew from Commissioner Hall in a dissenting opinion in the former 
case these words: 

Congress has not made of us a special providence. 

* * * * e.; * * 


But rate regulation would be denatured if made into an equalizer of the 
fortunes and abilities of men whether in the same or different localities. Its 
function is to keep freight rates within the bounds of reason and fairness in 
the light of attendant or surrounding transportation conditions, and thereby to 
afford to all persons and localities the benefit of adequate transportation service. 
This done, its function is performed, leaving to individual initiative to deal 
with the many and complex industrial problems of our time. These problems 
we need not even discuss. We have for them as a regulating body no solu- 
tion, and as for the social problems, the human element, may well say, as we 
said in Boileau v. P. & L. E. R. R. Co., supra, 132: 

“While the fact has been established that the Pittsburgh operators have 
been enduring more or less hardship, it must not be forgotten that there are 
operators and miners in the West Virginia fields who have made their invest- 
ments and who are working for a living and who are generally as human as 
those who are active in the Pittsburgh district.” 


To those who cannot believe that the Commission is actuated 
by such a purpose, we recommend this sentence from the prevailing 
opinion in the California Fruit case: 


Its (that is, the fruit industry’s) economic situation is such that it clearly 
comes within the terms of the Hoch-Smith resolution as entitled to the lowest 
possible lawful rates compatible with the maintenance of adequate transporta- 
tion service. 


It might be said with equal truth that all industries are entitled 
to the lowest possible lawful rate, but the fact is that if one gets the 
“lowest” some other industry must pay. That was pointed out by © 
Commissioner Woodlock in a concurring opinion in the California 
Fruit case when he. said: 

“We must shift some of the burden now borne by agricultural 
products suffering from depression to other classes of traffic, mean- 
while maintaining carrier revenues reasonably intact failing evidence 
that these revenues are excessive.” 

If the spirit which Commissioner Hall rebuked in the sentences 
we have quoted continues to animate the Commission’s decisions, 
Shall we not find a complete unbalancing of our rate structure and a 
reduction of railroad revenues since it is always easier to lower rates 
than to restore or raise them? 

It is not hard to see the railroads asking aid from Congress 
and it is not hard to guess the result. 

If the Interstate Commerce Commission can restore a depressed 
agricultural industry it can restore any depressed industry. If steel 
or furniture or shoes halt from lack of orders, should the Inter- 
state Commerce Commission spur them on by lower rates? 

If the Saturday Evening Post has more advertisements than 
Nation’s’ Business, why may we not plead depression and ask for a 
lower postal rate? 

If John D. Rockefeller, Jr., can afford to pay a higher fare to 
Florida than the editor of this magazine, shall he not be charged 
more? 

Ridiculous? Yes, but all of a piece with the theory of rate reduc- 
tions to restore depressed business. 

Said one authority: “If I read the purpose of the Commission 
right, it is paternalism run mad and it seems to me a step along 
the road to government ownership.” 


We are in sympathy with this publication’s feeling with 
respect to the effect of the Hoch-Smith resolution, but it 
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places the blame in the wrong place. The Commission 
should not be condemned for its interpretation, which is in 
line with that of the authors of the measure, the state com- 
missioners, and most others, including ourselves. It is not 
the fault of the Commission that such a piece of legislation 
was enacted. Those who should be criticized are those who 
enacted it and favored its enactinent and who now rejoice 
that it was enacted, or who at least refuse to do anything 
to have it changed. 


ADDITIONAL BULLETIN SERV/CE 


In addition to the many other matters pertaining to rate 
changes, actual and proposed, carried in the Traffic Bul- 
letin (and also, of course, in the Daily Traffic World and 
Traffic Bulletin), we last week began publishing steamship 
rate changes, and notices of hearings thereon, proposed by 
the United States Intercoastal Conference, in the same man- 
ner that we publish changes docketed by the various rail- 
road rate committees. 


SEPTEMBER EARNINGS 


The net railway operating income of the Class I railroads 
in September amounted to $132,770,069, which, for that month, 
was at the annual rate of return of 5.11 per cent on their prop- 
erty investment, according to reports filed by the carriers with 
the Bureau of Railway Economics. In September, 1926, their 
net railway operating income was $145,763,441, or 5.76 per cent 
on their property investment. In its monthly statement, the 
bureau said: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings in September is based on reports 
from 183 Class I railroads representing a total mileage of 238,534 miles. 

Gross operating revenues for the month of September amounted 
to $565,090,904, compared with $591,239,836 in September, 1926, or a 
decrease of 4.4 per cent. Operating expenses in September totaled 
$386,388,010, compared with $398,762,376 in the same month in 1926 or 
a decrease of 3.1 per cent. 

Class I railroads in September paid $35,562,698 in taxes. This 
brought the total tax bill of the Class I railroads for the first nine 
months in 1927 to $288,364,848, a decrease of $4,022,134 or 1.4 per cent 
below the corresponding period in 1926. 

Eleven Class I railroads operated at a loss in September of which 
six were in the eastern, one in the southern and four in the western 
district. 

Class I railroads for the first nine months in 1927 had a net railway 

operating income amounting to $808,304,350, which was at the annual 
rate of return of 4.61 per cent on their property investment. During 
the corresponding period of the preceding year, their net railway 
operating income amounted to $891,417,514, or 5.22 per cent on their 
property investment. 
9 Gross operating revenues for the first nine months in 1927 
amounted to $4,654,873,475, compared with $4,764,635,482 during the 
corresponding period in 1927 or a decrease of 2.3 per cent. Operating 
expenses for the first nine months’ period of 1927 totaled $3,472,756,316, 
compared with $3,500,006,044 during the corresponding period the 
year before. 

Net railway operating income by districts for the first nine months 
with the percentage of return based on property investment on an 
annual basis follows: 


BO IE “SOMIOD So icc cic cccccevcccccac $ 32,675,548 4.84 
eer re 146,989,959 4.84 
COMETEE GREUNTR TOBIOM . 0.6. cc cc iccccescccces 183,213,647 4.90 
Pocahontas region ....... hae Srarlarintor ecard 64,137,749 8.43 
pi ee Seer 427,016,903 5.20 
SOCK GOUEMOET GIPETECE... oc cccccccccces 104,363,089 4.76 
Pe RS ee aerare 78,124,682 3.37 
Central western region................00.- 136,119,055 4.13 
SS aaa eee 62,680,621 4.14 
TFOCRL WESCOTT Gintrict. 2.0 cccccccccce 276,924,358 3.89 
ee eT $808,304,350 4.61 


In view of the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a period of years 
can indicate the real trend of railway returns. The rate of* return 
on property investment for the five years’ period ending with the 
month of September, 1927, hag averaged 4.65 per cent. 


Eagtern District 


Complete returns show that the Class I railroads in the eastern 
district for the first nine months in 1927 had a net railway operating 
income of $427,016,903, which S at the annual rate of return of 5.20 
per cent on their property inyestment. For the same period in 1926, 
their net railway operating ipcome was $456,470,257 or 5.71 per cent 
on their property investment. dette operating revenues of the Class I 
rai ds in the eastern district for the first nine months in 1927 
totaled $2,344,297,080, a decrease of 2 per cent under the corresponding 
period the year before while o rating expenses totaled $1,740,244,037, 
a decrease of 1.1 per cent undef the same period in 1926. 

‘hae 2: — - econ rm are a hs meets of Seoyebes 
peratin neome o ,340,834, compared with 
$67,569,359 in September, 1926. $9 
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Southern District 


Class I railroads in the southern district for the first nine months 
in 1927 had a net railway operating income of $104,363,089, which was 
at the annual rate of return of 4.76 per cent on their property invegt- 
ment. For the same period in 1926 their net railway operating income 
amounted to $121,096,131, which was at the annual rate of return of 
5.82 per cent. Gross operating revenues of the Class I railroads jn 
the southern district for the first nine months in 1927 amounted tg 
$614,550,172, a decrease of 6.5 per cent under the same period the year 
before while operating expenses totaled $466,357,184, a decrease of 
four per cent. 

The net railway operating income of the Class I railroads in the 
southern district in September amounted to $14,193,023 while in the 
same month in 1926 it was $15,084,904. 

Western District 


Class I railroads in the western district for the first nine months 
in 1927 had a net railway operating income of $276,924,358, which 
was at the annual rate of return of 3.89 per cent on their property 
investment. For the first nine months in 1926, the railroads in that 
district had a net railway operating income of $313,851,126, which was 
at the annual rate of return of 4.48 per cent on their property invest- 
ment. Gross operating revenues of the Class I railroads in the west- 
ern district for the first nine months this year amounted to $1,696 - 
026,223, a decrease of 1.1 per cent under the same period last year 
while operating expenses totaled $1,266,155,095, an increase of one 
per cent compared with the first nine months the year before. 

For the month of September, the net railway operating income 
of the Class I railroads in the western district amounted to $59,236,219, 
The net railway operating income of the same roads in September, 
1926, totaled $63,109,178. 


Class I Railroads—United States 
Month of September 


2 1926 
Totsl GCHOTALINE TEVORUESE.... <6cicccccccceiucees $565,090,904  $591,239,836 
"TOR? GHOTHEING GEDOREOR «006 cciicciccvcsiveens 386,388,010 398,762,376 
| RR Se Re Ce ee eee sation 35,562,698 37,222,596 
Net railway operating income................ 132,770,069 145,763,441 
Operating ratio—per Cent.........ceceseceeees 68.38 67.45 
Rate of return on property investment........ 5.11% 5.76% 


Nine months ended September 30 


Total operating TEVENUES...... cs ccccccesee $4,654,873,475  $4,764,635,482 
Total operating expenseS.........-......-. 3,472,756,316 3,500,006,044 
2 | Ee Oe ee ee ere eee 288,364,848 292,386,982 
Net railway operating income.............. 808,304,350 891,417,514 
Operating ratio—per cent.........-.sseeees 74.60 73.46 

Rate of return on property investment..... 4.61% 5.22% 


GOVERNMENT IN BUSINESS 


Lewis E. Pierson, president of the Chamber of Commerce 
of the United States, in a letter left with President Coolidge, 
October 28, outlining the views of the chamber, said the follow- 
ing with respect to gevornment in business, and postal rates: 


There is an increasing danger in the growing pressure on gov- 
ernment to enter into those fields of activity which it is more 
proper to carry on by private enterprise. This not only increases 
the cost of government but is definitely antagonistic to the principles 
on which this government was founded and on which it has been 
builded to its present position of leadership. 

In the past, certain groups or localities have urged government 
to enter these realms, without realizing that dangerous precedents 
were being established. The National Chamber believes it is time 
to call each proposed encroachment to the attention of the American 
people in the belief that the evil, once recognized, will be condemned. 

_ The greatest single business activity of the government is the 
post office department. Postal rates have never been fixed according 
to business principles. There is unjust discrimination in the rates 
charged to certain portions of the public, thus defeating the purpose 
of public service and handicapping certain groups of mail users. The 
National Chamber believes that postal rates should be revised to 
secure maximum use with efficient service. 


JURISDICTION OVER NEW LINES 


Senator Simmons, of North Carolina, will propose at the 
coming session of Congress, unless further study of the subject 
causes him to change his mind, amendment of the transportation 
act so as to take away from the Commission jurisdiction over 
construction of new lines of railroad. North Carolina is dis- 
turbed over the proposed report in the Piedmont & Northern 
extension case, in which the examiner recommended that the 
Commission deny authority to the Piedmont to extend its lines. 
Similar situations in other parts of the country have come to 
the attention of Senator Simmons, who has grave doubt as to 
whether the Commission should have such power as was con- 
ferred on it by the transportation act with respect to construc- 
tion of new lines of railroad. 





RAILROADS AND CUSTOMS POLICY 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, and S. T. Bledsoe, general counsel of the Santa 
Fe, called on President Coolidge October 29 to make an appeal for 
approval by the Bureau of the Budget for an increased appropria- 
tion for the Treasury Department to cover payments to employes 
of the customs service for overtime work that are now made by 
the railroads. The employes involved are those stationed at 
points on the international boundary lines between the United 
States and Canada and Mexico. Secretary Mellon has disap- 
proved of the practice under which the railroads are required to 
make the payments but additional money will be required if the 
government makes the payments instead of the railroads. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Current Topics 


in Washington 
eae caemeenesnemnemmaneamenmmmmmnenmnemenecmemstttn “semmuacmmmmemmaenesasaaaeaaaaeaaat tad 


The Commission’s Amusing Boss.—This week the Commis- 
sion has had its attention forced upon the effect of the acts of 
its master, the Congress of the United States. An avalanche 
of briefs in the iron and steel part of its Hoch-Smith investiga- 
tion has descended upon it. Also, Examiner C. J. Peterson has 
submitted a proposed report in No. 18958, Atlantic Steel Co. vs. 
Southern et al. In the iron and steel investigation, which might 
have been undertaken even if Congress had not adopted the 
Hoch-Smith resolution but probably would not have been, about 
as many hostile views were expressed as there were briefs. 
Not one, however, expressed a belief that rates on iron and 
steel could be raised so that the preference the resolution calls 
upon the Commission to give the products of agriculture may 
be accorded. Of course, that is not an exceedingly thrilling 
thought. No one, except under extraordinary conditions, may 


“be expected to admit he or his commodity could stand higher 


rates. Peterson, however, added to the expectation of life of 
several by his naive remark to the effect that disruption of rate 
relationships might be expected to follow the establishment of 
the barge line service on the Warrior and Mississippi rivers. 
Disruption of rate relationships is the one thing that many, if 
not all, advocates of the use of government money to reestablish 
competition by means of water transportation have in mind when 
they advocate extension of either service or joint rates. What, 
it might be inquired, would be the use of spending even breath 
if disruption were not hoped for and expected? No one con- 
tends that the railroads are not able to haul the traffic offered. 
For a time in the war period the railroads were not able to haul 
everything offered. Why, it is not necessary to say, other than 
to point to the fact that, soon after the railroads were returned 
to their owners the latter showed enough sense to devise ways 
for handling their equipment so that the annual scandal of car 
shortage disappeared. In the old days the railroads met the 
competition of the water lines at the ports. They reduced their 
rates to the water level, or nearly so, to points to which the 
boats could carry freight. Such reductions benefited the in- 
terior because joint rates, when made, as a rule, were not made 
higher than the combinations or aggregates of intermediates. 
To a large extent the competition of the railroads put the water 
lines out of business. The railroads did not, however, put up 
their rates when the boats disappeared. They recognized that 
such a course would be equivalent to inviting the boats to return. 
The interior points, however, invoked the fourth section. The 
Commission found that there was no actual competition and 
ordered the railroads, in one form or another, to put the rates 
to a “dry land” basis. The south got a whale of an increase in 
rates on account of the fourth section. Perhaps it was for the 
best. Southern railroads now, instead of being among the most 
dejected carriers in the land, are among the most prosperous. 
Now, however, the government is using public money to set 
up. competition with the railroads by means of the barge lines. 
It is forcing the rail lines to make joint rates with the water 
lines on a much broader basis than the railroads ever volun- 
tarily made them; also on a much broader basis than the Com- 
mission ever forced the railroad to make. It is doing even more 
than that. It has established a relationship between all-rail and 
rail-and-barge lines that is almost, if not altogether, automatic. 
If the rail rates go down the joint rail-and-barge rates also go 
down. That was not always-so when the boat lines had to take 
thought as to whither they were bound in such a competition. 
There is this difference between the old and the new competi- 
tion: The old competition was localized in rates to and from 
the ports. Every interior point got the benefit of the low rates 
to the ports. The new competition, however, does not work in 
that way. Some interior points get the benefit of joint rail-and- 
barge rates, as, for instance, Birmingham, while others do not, 
as, for instance, Atlanta. For that reason, seemingly, the At- 
lantic complaint was filed. Some of Atlanta’s money is invested 
in the barge line. If the Peterson report is adopted Atlanta not 
only will not get any direct and immediate benefit from her 
money in the barge line, but may get a widening in the differ- 
ence in the all-rail rates to Louisiana and Texas, thereby learning 
that it is dangerous to complain to the policeman because he 
may be so disturbed in his repose that he will convert the com- 
plaining witness into a defendant. 





And Now the Airplane-Railroad Accident.—This week the 
Supreme Court of the United States laid down the rule, for “all 
time,” it hoped, in respect of grade crossing collisions between 
a railroad train and an automobile. Briefly, the rule is that 
the automobile driver is responsible for what happens to him 
if he depends on any safeguard other than that furnished by 
his own inspection of the track, after hé has got out of his 
machine, so that he may know whether a train is coming. The 
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next day Reading Railroad officials notified post office officials 
that one of their trains had struck a post office flying machine 
which had become lost in a fog and had landed on the Reading 
track. No one was hurt. However, the accident, it is believed, 
has raised a question as to financial liability in cases of that 
sort which may become relatively frequent in a short time. 
It may never become a large question, but one cannot be certain 
of anything of that sort. In the event flying machines, of size 
small enough to permit of their taking off from wide streets, 
become common it may become a question of moment. It is 
almost, if not universal, law that a vehicle such as a steam 
locomotive or a street car, confined as it is to a track, has right 
of way over other vehicles. A locomotive has no freedom of 
movement from side to side. Therefore, it must have pref- 
erence within the sphere of its possible movement. At this time 
there is no reason to believe the rule will ever be modified espe- 
cially, inasmuch as the flying machine maneuvering even in a 
public street, has freedom of movement, not only to the side, 
but upward. The plane that landed on the Reading tracks, 
probably, was brought down on the tracks because the aviator 
could find no more likely looking place to land. If that is the 
fact it was trespassing, under stress of weather, to be sure, but 
trespassing, nevertheless, and doing something so unusual that 
the railroad company’s servants could not possibly have foreseen 
and therefore taken precautions to prevent destruction of either 
life or property. Although the court, speaking through Justice 
Holmes, had in mind only automobiles, at this time there is 
nothing to indicate that the rule applicable to drivers of auto- 
mobiles is not also applicable to drivers of flying machines. 
Apparently aviators will also have to “stop, look, and listen” 
before venturing to cross or land upon railroad tracks. The 
quoted railroad warning sign, at grade crossings, seems to be 
about as concise a statement of the rule as could be made. 





Navy Department’s Beautiful Gesture-——The Navy Depart- 
ment recently called for bids for furnishing gasoline to cover 
the requirements of the service on the east coast. It bade the 
bidders submit their figures to show the price of oil and the tax 
that would have to be paid on it separately. Then it said “in 
case of increase or decrease in the gasoline tax rates during 
the life of the contract the tax rate shown in the contract will 
be increased or decreased accordingly.” That sentence, it is 
believed, is as graceful a bow as a dancing master ever made, 
in the course of a lesson to a gawky youth, to a non-existent 
lady of amazing beauty. Who ever heard of a reduction in the 
rate of taxes on gasoline? Except immediately after a war, taxes 
in neither this nor any other country go down. This country 
has a habit of reducing war taxes immediately after the signing 
of the treaty of peace. Gasoline taxes, however, are not federal 
but state taxes. State taxes, as a rule, are not fitted with 
anything other than forward and upward devices. 





Distance Seems to Lend Enchantment in Investments.—The 
poet’s declaration that distance lends enchantment to the view 
seems also to be true of a railroad president’s investments. 
That thought struck men about the Commission when they read 
that in the estate of the late President Smith, of the New York 
Central, valued at about $1,336,000, the executor found only 137 
shares of New York Central stock, ten shares of Central of New 
Jersey and twenty of Reading. But he found worthless mining 
and other stocks. The railroad stocks were near the eyes of 
the deceased railroad man. But he bought, or at least perma- 
nently held, fewer shares in the companies the business of which 
he knew better than any other than many a man to whom 
a railroad is merely something that ought to earn him dividends. 
But mining and other stocks. Ah, they were attractive! If 
Smith knew anything about the oil or mining business the fact 
was not generally known. But he put money into such company 
stocks. He may have had some that paid him a profit and 
held the worthless ones simply because no one would 
buy. In the same way, he may have owned many shares of 
railroad stocks on which he made a profit in the course of his 
life. But he did not have them when he died. One of the 
commonest remarks on the fact that Smith held so little of New 
York Central stock was that the fact merely was corroborative 
of the idea that a railroad official, as a rule, is generally no 
more than a hired man of the corporation in which he is an 
official, with none of the risks of ownership on his shoulders, 
which is no reflection on him. Not many doctors will prescribe 
either for themselves or the members of their families. They 
do not want to be influenced by their feelings. For the same 
reason railroad officials, not harassed by thoughts of the effect 
of their acts as officials, may be able to use better judgment in 
handling the affairs of the companies than if they were large 
owners of the stocks. Some men can make money for others 
but not for themselves. That may be why Smith put his money 
into other than railroad securities. 





Election Day to a Southerner.—What does general election 
day mean to southerners, such as members of the Southern 
Classification Committee? No more than the noon whistle to 
the penniless man. It is easier to prove the fact here alleged 
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than one might suppose. Chairman Dulaney, of the southern 
committee, set down hearings in New York City, on proposed 
classification changes for November 7 and 8. He sent out his 
notices and got so deeply set in his plans that he had to have 
the help of the National Industrial Traffic League to get him 
out of the morass. November 8, obviously, did not mean a 
thing to Dulaney. According to Joseph H. Beek, secretary of the 
League, “it develops that Tuesday, November 8, is a gentral 
election day, and therefore a holiday, which may make it rather 
difficult for some interested parties to attend the hearing during 
the early part of the week.” The quoted language is part of a 
circular issued by Beek to inform the members of the League 
that Dulaneys’ committee, on account of the overlooking of the 
fact that the “first Tuesday after the first Monday of November” 
is always the general election day, would continue its hearings 
after November 8. Beek used soft language to announce the 
fact. “It develops,” said he, just as if an unusual fact had been 
disclosed, although frequently the advertisement calendar shows 
election day as a red letter day, and there is no secret about it. 
The fact is that in the south, where all political fights are settled 
in the primary, there is no need for anyone to remember the 
general election day. Because all the fighting is done in the 
primaries, it is easy for southern men to forget general election 
day. Remembering it is about as useful for southern men as 
it is for descendants of Englishmen in the United States to 
remember November 5. The day may mean something to the 
Englishman, but little, if anything, to his cousin in the United 
States.—A. E. H. 


RAIL AND AUTO TAXATION 


The Traffic World Washington Burcan 


Secretary Mellon, of the Treasury, in a statement on pro- 
posed tax revision legislation before the House ways and means 
committee, October 31, opposed repeal of the excise tax on 
automobiles, declaring in effect, that it would not be fair to 
the railroads to do so. In part, he said: 


I realize that great pressure will be brought to bear on the Con- 
gress to repeal the excise tax on the sale of automobiles. I cannot 
agree to the advisability of such a repeal. 

The federal appropriation for good roads in the fiscal year 1928 
runs as high as $71,000,000, and in the fiscal year 1929 will be $75,- 
000,000. These expenditures by the federal government are for the 
direct and immediate benefit of automobile owners. They should 
make some contribution in return. 


There is another aspect of this situation deserving consideration 
from the standpoint of justice and fairness. The automobile is one 
of the railroad’s chief competitors. Our railroads are paying heavy 
taxes to the United States government, a part of which is being 
used for highway purposes. The revenue act of 1926 materially re- 
duced the tax on automobiles designed for the transportation of pas- 
sengers, and repealed the tax on trucks and accessories. The latest 
available figures for railroad corporations having taxable net income 
indicate an increase in the income tax paid by them to the federal 
government from $57,000,000 for the calendar year 1924, to $94,000,000 
for the calendar year 1925. Is it quite fair to ask the railroads to con- 
tribute to the construction and maintenance of the roads on which 
their rivals operate while exempting the latter from any contribution? 

The automobile is a semi-luxury article of such widespread use 
that it furnishes a broad base on which to apply a low tax. The rate 
being low, there is no appreciable hardship to the taxpayer; the base 
being broad, the tax is a good revenue producer. Unless we are 
to rely almost exclusively on direct taxes paid by a few and are 
prepared to see our national government supported not by the entire 
body of our citizens, but by a limited class, this is the kind of tax 
which should be retained. 


With respect to the financial relations between the gov- 
ernment and the railroad, as the result of federal control, Mr. 
Mellon said: 


In presenting the estimates of probable total revenue, the revenue 
from temporary sources that must disappear in the course of the next 
year or two is likewise presented separately. In this connection it 
should be noted that whereas $169,000,000 will be received on account 
of principal and interest of loans made under sections 207 and 210 of 
the transportation act in 1928, the revenue from this source will drop 
to approximately $24,000,000, or a falling off of $145,000,000, in the 
fiscal year 1929, and after that little or no revenue is anticipated 
under this head, as only $49,000,000 principal amount of railroad ob- 
ligations will be left out of the $230,000,000 held on June 30, 1927. 
This item and a difference of $87,000,000 in estimated net back-tax 
collections more than account for the difference of $181,000,000 be- 
tween the estimated surplus for 1928 and that for 1929. 


H. H. Rice, assistant to the president of the General Motors 
Corporation, and a member of the committee on federal taxation 
of the Chamber of Commerce of the United States, before the 
House ways and means committee, urged repeal of the excise 
tax on automobiles. He referred to Secretary Mellon’s defense 
of the tax as an “astounding suggestion.” He said that, contrary 
to the railroads being injured by the automobile, they had shared 
greatly in the general prosperity which the use of the auto- 
mobile “has brought in its train.” 

A reduction from the present 13% per cent corporate income 
tax to 10 per cent would lighten the tax burden on Class I rail- 
roads to the extent of approximately $28,500,000 a year, ac- 
cording to testimony given before the House ways and means 
committee, November 2, by C. S. Duncan, economist for the 
Association of Railway Executives, in support of such a reduction 
in the federal tax rate. Mr. Duncan was introduced by Alfred 
P. Thom, general counsel of the association. 

Mr. Duncan said that while it was true that the chief tax 
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burden on the railroads consisted of taxes imposed by state ang 
local governments, the amount of taxes paid the federal govern. 
ment under the tax provisions of the present revenue law were 
of substantial character, and that it was within the power of 
Congress to grant relief of considerable moment to the carriers 

The federal tax paid by Class I railroads in 1926 amounted 
to $109,817,494, according to Mr. Duncan. If the rate had beep 
10 per cent instead of 13% per cent, the tax would have beep 
approximately $81,346,000. 

Developing the situation with respect to taxation of the 
railroads, Mr. Duncan said that in 1911 total taxes paid by Class 
I railroads amounted to $98,950,000. In 1916, the total was 
$157,113,372. In 1926, it was $388,922,000, or an increase of 292 
per cent over 1911. For the first eight months of 1927 tax 
accruals of Class I roads amounted to $249,764,400. 

In 1911, Mr. Duncan said, Class I railroads paid $4,870,000 in 
special excise federal taxes. In 1916, the federal tax bill of raij. 
roads was $12,530,949. In 1926, the total federal tax bill of Class 
I roads was $109,817,494, or an increase of 2,122 per cent 
over 1911. ; 

In 1911, said he, the percentage of taxes to total earnings 
of Class I roads was 3.6 per cent, as against 6.1 per cent in 1926. 
That is, said he, taxes in 1926 took 6.1 cents out of every 
dollar earned. 

“In 1911,” continued he, “it required the revenues of 13 days 
for Class I railroads to earn their taxes. In 1916, it required the 
revenues of 16 days to earn their taxes. In 1926, it required 22 
days for these roads to earn the taxes imposed upon them. 
Taxes paid by Class I railroads in 1911 amounted to $270,211 
each day. In 1926, they were more than one million dollars a day. 

“The Secretary of the Treasury has told you that in the year 
1924 all corporations in the country reporting net income had 
such a burden of taxes that ‘for every dollar paid in dividénds 
54.cents were paid in taxes.’ I should like to call your attention 
to the situation with respect to Class I railroads for the same 
year. In the calendar year 1924 for every dollar paid in dividends 
For the 
past seven years the railroads have had to pay more in taxes, 
with the possible exception of 1921 and 1926, than they were able 
to pay in cash dividends to their stockholders.” 

Mr. Duncan reviewed the situation with respect to earnings 
of the railroads, of their falling short of the fair return con- 
templated by the transportation act, and said it was desired to 
impress on the minds of the committee members the fact that 
railway taxes had increased substantially every year and particu- 
larly in the last ten years, regardless “of the inadequacy of earn- 
ings by the carriers.” 

“Consideration must be given to the question of taxes levied 
upon railroad property and income by regulatory bodies, both 
state and federal, when they approach the question of rate and 
fare determination,” said he. “This consideration of the tax 
burden arises whenever these regulatory bodies are giving 
consideration to proposed rate reductions and with the continued 
increase of the tax burden, the effect of this increase gives rise 
to a question in the mind of such regulatory bodies as to the 
need for increased rates and fares. The railroads bring this 
matter likewise to your consideration as being of general public 


‘ concern.” 


Mr. Duncan said the record of the railroads was clear with 
respect to earnest and continued endeavor to realize economy 
and efficiency in operation. He said the shippers of the country 
had testified on innumerable occasions to the fact that the rail- 
roads were giving them today highly efficient and highly satis- 
factory transportation service. This service, said he, had re- 
sulted in hundreds of millions of dollars in savings to the ship- 
ping public. With an estimated surplus in the federal treasury, 
said he, the railroads felt that the corporate income tax should 
be reduced. 


FLOOD DAMAGE TO RAILROADS 


Property damage sustained by the railroads in the recent 
Mississippi River flood amounted to approximately ten million 
dollars, according to a report issued by the American Railway 
Engineering Association. 

The report was prepared by a special committee that con- 
sisted of the chief engineers of the various railroads operating 
in the flood zones and described briefly the part played by the 
rail lines in handling the flood situation and providing relief for 
sufferers. 

“The Mississipppi River flood of 1927,” said the report, 
“establishes another record in the long line of unprecedented 
floods on the historic stream, as gauges show stages higher than 
ever before recorded, while breaks in the levees have inundated 
approximately 18,000 square miles, directly affecting three-quar- 
ters of a million people, making approximately 600,000 homeless 
and destitute and causing property damage estimated to exceed 
$300,000,000. Operation was suspended from ten to 120 days on 
three thousand miles of railroads (the longer period applying 
principally to branch lines). The estimated physical damage to 
railroads was ten million dollars. Secretary Hoover has termed 
this flood ‘the greatest peace-time calamity that the country has 
ever experienced’, and it certainly is a national disaster that 
has no peacetime precedent.” 
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Decisions of Interstate Commerce Commission 
I 


FIBERBOARD RATES 


The Commission, by division 1, in No. 17543, Celotex Com- 
pany VS. Akron, Canton & Youngstown et al., mimeographed, 
has found not unreasonable, rates assailed on fiberboard from 
Marrero, within the switching district of New Orleans, La., to 
destinations in central territory, and to certain named points 
outside that territory, nor unduly prejudicial, except in in- 
stances where they exceeded or exceed the aggregates of inter- 
mediates contemporaneously in effect over the same routes 
petween the same points. The order requires the carriers, not 
later than January 10, to establish rates, from Marrero to des- 
tinations in Indiana, Michigan, Ohio, West Virginia, Kentucky, 
Pennsylvania and New York, not in excess of the aggregates. 

This report also covers I. and S. No. 2892, chipboard, fiber- 
poard and pulpboard from Marrero, New Orleans, and Port 
Chalmette, La., and Mobile, Ala., to Bay City, Mich. In that 
case the Commission found the proposed increased rate justi- 
fied, vacated its order of suspension and discontinued the pro- 
ceeding. 

In the formal complaint it was alleged the rates were un- 
reasonable and unduly prejudicial in comparison with rates 
contemporaneously maintained on insulating materials, fiber- 
board and wallboard, from points in Louisiana, Minnesota and 
New York to the central territory destinations and points in 
New: York, Pennsylvania and West Virginia commonly called 
western termini of trunk lines territory. 

In the suspension case the carriers proposed to raise a 
45-cent rate to 51.5 cents. The complainant, the report said, 
used that 45-cent rate as the key for a proposed readjustment 
of rates from New Orleans to all intermediate points in the 
western part of central territory. The carriers contended that 
the 45-cent rate was established in error and proposed to raise 
it to the combination based on Cincinnati, 51.5 cents, which the 
report said was the lowest combination. The Commission said 
it was its view that the evidence in the suspension case fairly 
justified the contention that the 45-cent rate was established 
through error. 


COAL DIVISIONS UNJUST 


The Commission, by division 3, in a report written by Com- 
missioner Brainerd, in No. 17722, Artemus-Jellico Railroad Co. 
vs. Louisville & Nashville et al., mimeographed, has found unjust, 
unreasonable and inequitable the divisions accorded the com- 
plainant out of joint interstate rates on bituminous coal and pre- 
scribed new ones. It found that an equitable division for the fu- 
ture would be 25 cents per ton. The finding as to inequity ex- 
tends back to November 5, 1925, the date of the filing of the com- 
plaint. The complainant is a short line, connecting with the 
Louisville & Nashville, with trackage of about 20 miles. It was 
formerly the Cumberland Railroad, projected by owners of coal 
lands. They proposed to build from Artemus, Ky., to Jellico, 
Tenn., to a connection with the Southern. In 1905 the Southern 
acquired the Cumberland by stock purchase. At that time the 
part now operated, the report said, had been completed. The 
Southern abandoned the line because of insufficient tonnage. 
The line to Jellico was never built although the Southern spent 
considerable money on the part of the proposed road between 
Wheeler, Ky., the present terminus, and Jellico. The short line 
asked for a division of 45 cents. 


OIL INDUSTRY SUPPLIES RATES 


At least seven different rate bases or levels are to be dis- 
placed, in the southwest, by the Commission’s decision in No. 
15750, Prairie Pipe Line Co. vs. Arkansas Western et al., opinion 
No. 12641, 132 I. C. C. 56-81 (see Traffic World, October 29), writ- 
ten by Commissioner Campbell, in which rates on well-boring 
outfits and oil-well supplies, iron and steel pipe, and iron and 
steel tank material, have been condemned as unreasonable. 
Rates prescribed and ordered in Consolidated Southwestern 
Cases, 123 I. C. C. 208, are to take their places. 

According to Mr. Campbell the complainants desired the ex- 
tension of the No. 9702 scales. The carriers vigorously opposed 
that and suggested a higher scale. The complainants also prose- 
cuted their claims for reparation with vigor. The Commission 
granted reparation. Commissioner Taylor dissented, stating his 
opinion that the principle used in denying reparation in cases of 
general revision should not be departed from in this instance. 

Complainants pointed to many cases in which the Commis- 
sion had awarded reparation to the basis of the No. 9702 scale. 
Commissioner Campbell said that to refuse to grant reparation 
to the basis of the No. 9702 scale would have the effect of pre- 
ferring the shippers whose complaints were acted upon prior to 
the decision in the Consolidated Southwestern Cases and to whom 


reparation was awarded to the basis of the No. 9702 scale. Such 
preference, he said, would be more pronounced if, as the carriers 
contended, all prayers for reparation should be denied. Defend- 
ants, he said, had ample opportunity to give effect to the con- 
clusion announced in No. 9702 by November 27, 1923, the effec- 
tive date of the rates prescribed in No. 9702. He said that it was 
apparent in a situation such as this, absolute justice could not 
be done. He said that under the circumstances before the Com- 
mission it believed that justice would be best subserved by an 
award of reparation to the basis of the rates and the rate bases 
prescribed in the Consolidated Southwestern Cases, on all ship- 
ments which moved after November 26, 1923. Damage under 
section 3, Mr. Campbell said, had not been shown. The finding 
about the quality of the rates is as follows: 


We find that the assailed interstate rates prior to November 27, 
1923, were not unreasonable, but that on and since that date they 
were, are, and for the future will be unreasonable to the extent that 
they exceeded, exceed, or may exceed the rates and differentials, 
wherever applicable, from and to the same points prescribed in 
Consolidated Southwestern Cases, 123 I. C. C. 203, applied in the 
manner therein recited, and subject to the commodity descriptions 
and minimum weights therein prescribed; except that we further 
find that the assailed interstate rates on and since November 27, 
1923, which did not exceed rates on the basis prescribed in the 9702 
case, applied in the manner therein recited and subject to the com- 
modity descriptions and minimum weights therein prescribed, were 
not unreasonable. 


Reparation was awarded to the following: 


Prairie Pipe Line Co., Prairie Oil & Gas Co., Sun Oil Co., Twin 
State Oil Co., Phillips Petroleum Co., Cosden Oil & Gas Co., Carter 
Oil Co., Bradford Rig & Reel Co., Lee C. Moore & Co., McGraw- 
Baughman-Bearly Lumber Co., Oklahoma Iron Works, Parkersburg 
Rig & Reel Co., American Eagle Oil Co., Consumers Gas Co., Empire 
Gas & Fuel Co., Empire Gasoline Co., Empire Natural Gas Co., Okla- 
homa Tool & Supply Co., McEwen Manufacturing Co., Tulsa ~> 
Reel Manufacturing Co., International Supply Co., Slater Steel Rig 
Co., Braden Co., Atlas Supply Co., Empire Pipe Line Co., Empire 
Refineries, Inc., Kansas Natural Gas Co., Midland Oil Co., Steyner 
Oil Co., Fred M. Lege, Jr., H. F. Wilcox Oil & Gas Co., Sinclair Crude 
Oil Purchasing Co., Sinclair Oil & Gas Co., Oklahoma Salvage & Sup- 
ply Co., M. M. Valerius Oil & Gas Co., Lone Star Gas Co., Gypsy 
ba eC Atlantic Oil Producing Co., Skelly Oil Co., Community Natural 

as Co. 


The report also embraces the following cases: 


No. 15750 (Sub-No. 1), Prairie Oil & Gas Co. vs. Santa Fe et al.; 
No. 14922, Carter Oil Co. vs. Rock Island et al.; No. 15400, Bradford 
Rig & Reel Co. et al. vs. Santa Fe et al.; No. 15496, Carter Oil Co. vs. 
Santa Fe et al.; No. 15592, Phillips Petroleum Co. vs. Santa Fe et al.; 
No. 15688, Prairie Pipe Line Co. vs. Santa Fe et al.; No. 15716, Cosden 
Oil & Gas Co. vs. Santa Fe et al.; No. 15781, Fred M. Lege, Jr., vs. 
Cc. R. L & G. et al.; No. 16156, H. F. Wilcox Oil & Gas Co. vs. St. L.- 
S. F. et al.; No. 17129, Sinclair Crude Oil Purchasing Co. vs. Santa 
Fe et al.; No. 17435, Sinclair Oil & Gas Co. vs. C. R. I. & G. et al; 
No. 17454, Oklahoma Salvage & Supply Co. vs. W. F. R. & F. W. 
et al.; No. 17948, Sun Oil Co. vs. L. W. et al.; No. 18095, Louisiana 
Iron & Supply Co. vs. Santa Fe et al.; No. 18096, M. M. Valerius 
Oil & Gas Co. vs. St. L.- S. F. et al.; No. 18160, Lone Star Gas Co. 
vs. Santa Fe et al.; No. 18160 (Sub-No. 1), Same vs. Santa Fe et al.; 
No. 18166, Gypsy Oil Co. vs. Santa Fe; No. 18166 (Sub-No. 1), Same 
vs. Osage Ry. et al.; No. 18262, Atlantic Oil Producing Co. vs. Rock 
Island et al.; No. 18437, Skelly Oil Co. vs. Santa Fe et al.; No. 18639, 
Transcontinental Oil Co. vs. L. & N. W. et al.; No. 18854, Lone Star 
Gas Co. vs. Santa Fe et al.; No. 18854 (Sub-No. 1), Lone Star Gas 
Co. et al: vs. C. R. I. & G. et al.; No. 19083, Simms Oil Co. vs. St. L.- 
S. F. et al.; No. 19174, Same vs. St. L.-S. F. et al.; No. 19266, Lone 
Star Gas Co. et al. vs. C. R. I. & G. et al. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413, the automatic 
train-control device case, Sub. No. 37-8, after inspection and 
test of an installation of atuomatic train-stop devices, made by 
the General Railway Signal Company on the west division of 
the Michigan Central, extending from Niles, Mich. to Ken- 
sington, lll., has approved the installation, except as to some 
apparatus and operations. It has prescribed requirements in 
respect of such apparatus and operations with which the carrier 
is expected promptly to comply. The total cost of the installa- 
tion was reported to have been $108,181.33. 

This was a voluntary installation. The carrier said that 
after the train-stop system had been in use on the Detroit and 
middle divisions a sufficient length of time to demonstrate its 
practicability from an operating standpoint, it felt that to get 
the benefit of all the protection the system might afford for 
main line traffic between Detroit and Chicago the west division 
should likewise be equipped, hence the installation which carries 
the system to the point in Chicago where the Michigan Central 
begins the use of the Illinois Central’s electrified division to the 
station in Chicago. 


PEROXIDE OR BLEACH RATES 

The Commission, by division 3, in No. 17988, Sunbury Convert- 

ing Works vs. Pennsylvania, mimeographed, has found inapplicable 
the rates charged on many carloads of peroxide of hydrogen, in 
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bulk, in barrels, from Wallabout Pier No. 2 (Brooklyn), N. Y., 
to Sunbury, Pa., on and after April 1, 1922, directed the refund 
of overcharges and dismissed the complaint. Fifth class rates 
of 31.5 and 28.5 cents were collected, accordingly whether the 
shipments were made before or after July 1, 1922, when the 
general reduction in rates took effect. The complainant con- 
tended that commodity rates of 21 and 19 cents were applicable. 
They applied on “liquid bleach.” The peroxide of hydrogen 
shipped was of the sort used in bleaching textiles. The Com- 
mission held that the commodity rates were the applicable ones. 


LUMBER TRANSIT RATIOS 


An order of dismissal has been made in No. 17738, Brook- 
haven Lumber & Manufacturing Co. vs. Mississippi Central, 
mimeographed, the Commission, by division 3, finding not un- 
reasonable or unduly prejudicial a tariff rule relating to log 
transit at Dreyfus, Miss. The tariff rule in question made in- 
applicable transit rules on inbound logs, from points on the 
defendant’s line to Dreyfus when the inbound weight was in 
excess of three pounds of logs for each one pound of lumber 
shipped outbound. The Commission also made a like finding 
as to the quality of the local inbound rate on the excess weight 
resulting from the application of the three to one rule. The 
findings are limited in their application to interstate commerce. 
The Commission was asked to require the cancellation of under- 
charges in excess of those which would have accrued under 
a ratio of four pounds of logs inbound to one of lumber outbound. 


PULL AND SUCKER ROD RATES 


A finding of unreasonableness for the future but not in the 
past has been made by the Commission, division 3, in No. 17507, 
Humble Oil & Refining Co. vs. Beaumont, Sour Lake & Western 
et al., mimeographed, as to rates on pull rods, sucker rods, and 
sucker-rod joints, in carloads, from St. Louis, Mo., and Toledo, 
O., to destinations in Oklahoma and Texas. The rates were 
found unreasonable, for the future, to the extent they exceed 
column 32.5 basis of rates, minimum 40,000 pounds, prescribed 
in Consolidated Southwestern Cases, 123 I. C. C. 203. New rates 
are to be made effective not later than December 24. 


FURNITURE RATE ORDER 


Carriers having notified the Commission that they were not 
prepared to accept its findings and carry them into effect, the 
Commission, after modifying its findings in the previous re- 
port, 128 I. C. C. 445, has issued an order requiring the carriers 
respondent in No. 14898, Memphis Freight Bureau et al. vs. 
Alabama Great Southern et al., mimeographed, to put into 
effect the rates on furniture and house furnishings therein pre- 
scribed, from Memphis, Tenn., to destinations in Southern and 
Official territories, not later than January 10. The order was 
entered in connection with a supplemental report, issued by 
division 4 and written by Commissioner Eastman. 

When the matter came on for supplemental hearing, the 
complainants asked for a modification of the finding in respect 
of iron beds and other articles of furniture classified therewith. 
The modification advocated by them has been made to the ex- 
tent indicated in the revised finding herewith, as follows: 


That the rates assailed on iron beds and other articles of fur- 
niture classified therewith, in carloads, from Memphis to destina- 
tions in central, Buffalo-Pittsburgh, and southern territories are, and 
for the future will be, unreasonable to the extent that they exceed, 
with a minimum of 12,000 pounds, the fourth-class rates to be es- 
tablished under Southern Class Rate Investigation, supra, and to 
the extent that they exceed, with a minimum of 20,000 pounds, the 
sixth-class rates to be established thereunder. 


Commissioner Woodlock, concurring, said he did not ap- 
prove the decision in this case for the reasons set forth in his 
dissent. He said he was still of the opinion therein expressed 
but that, inasmuch as the finding was effective, he thought an 
order should follow. For that reason alone he concurred in the 
supplemental report. 


MILK AND CREAM RATES 


The Commission has dismissed the amended original and 
supplemental complaints in No. 14047, Mutual Creamery Co. vs. 
American Railway Express Co. et al., mimeographed, concerning 
rates on milk and cream moved by express or in railway bag- 
gage service in the intermountain-Pacific group. The case was 
handled under the co-operative agreement between the state and 
federal commissions. 

In a report written by Commissioner Lewis, the Commis- 
sion announced a definite conclusion “that an issue of undue 
prejudice to intrastate commerce and undue preference of inter- 
state commerce, and of unjust discrimination against intrastate 
commerce, is not within the purview of the act we administer, 
and we so find. Accordingly, no consideration will be given to 
any evidence touching that issue.” 

The question of unjust discrimination against intrastate 
commerce was raised by an allegation that the intrastate express 
rates exacted in Utah, Idaho, Nevada, Wyoming and Arizona, and 


THE TRAFFIC 





WORLD Vol. XL, No. 19 


by express and the Northern Pacific between points in Oregoy 
were unduly prejudicial and unjustly discriminatory to the extent 
they exceeded the interstate rates by express between points jp 
Arkansas, Colorado, Illinois, Iowa, Kansas, Louisiana, Minnesota 
Missouri, Nebraska, New Mexico, North Dakota, Tennessee. 
Texas, Wisconsin and Wyoming, and by express or railroad be. 
tween points indicated in various paragraphs of Commissioner; 
Lewis’ abstract of the complaint. 

Hearing on the original amended complaint was held at 
Salt Lake City, but no state commissions appeared. Deeming the 
record inadequate, the federal commission invited the state com. 
missions to participate under the co-operative plan. A committee 
was appointed by the state commissions to take part in the cage. 

References to discrimination against intrastate commerce jp 
Western Coal Rates, 80 I. C. C. 383, and Nebraska Livestock 
Case, 89 I. C. C. 444, Mr. Lewis said, were not an exercise, or 
intended as a recognition, of a jurisdiction committed to the 
Commission in such a case as the last mentioned. Mr. Lewis 
said the Commission had not hitherto in any case given the 
= consideration to the question for which the pending cage 
called. 

After reviewing the Shreveport case, 234 U. S. 342; Ill. Cent, 
vs. Public Utilities Comm., 245 U. S. 498; Wisconsin Rate Cases, 
257 U. S. 563; New York vs. United States, 257 U. S. 591, and 
Texas vs. East Texas R. R. Co., 258 U. S. 204, in their bearing 
on the question of the Commission’s jurisdiction in respect of 
intrastate rates, the Commission announced the conclusion of 
non-jurisdiction hereinbefore set forth. 


On the merits of the rate phase of the case, the report re. 
views what the Commission has done in Kirschbraun & Sons 
vs. G. N., 100 I. C. C. 28, Hanford Produce Co. vs. American Rail- 
way Express Co., 113 I. C. C. 523, and Beatrice Creamery Co. vs, 
Milwaukee, 129 I. C. C. 375, in connection with the reasonable- 
~~ = the rates in the mountain-Pacific group. On that phase, 
t said: 


In the three cited recent cases, therefore, we have recognized 
and applied as the basis the present Beatrice 30-cent scale within 
the territory for which the original scale was prescribed, and we 
find nothing in this record to support a conclusion that the scale 
would either exceed or represent the maximum reasonable level in the 
adjoining and generally higher-rated intermountain-Pacific coast ter- 
ritory. We agree that the traffic is within the contemplation of the 
Hoch-Smith Resolution, but we can make no finding condemnatory 
of the rates assailed without the aid of competent evidence. 


In dealing with the issues of undue prejudice and unjust dis- 
crimination, the report calls attention to the lack of evidence. 
Conspicuously, the report says, is there lacking the basis for a 
corrective finding concerning the various interstate-intrastate 
relationships. In disposing of the case, the Commission says: 


There also is not found in the record such evidence of sim- 
ilarity of operating and traffic conditions in connection with ship- 
ments of cream as would afford a secure foundation for an order 
requiring an establishment of a uniform interstate scale throughout 
the territory in question, particularly a scale to the level of which 
the alleged preferential intrastate rates should be brought. The issues 
are complicated by the reiterated and admitted motor-truck compe- 
tition, apparently effective for various distances in the different areas 
and concerning which counsel for complainant said of record in part 
as follows: 

“Since listening to this evidence I am convinced that rates lower 
than the Beatrice scale are necessary in order to hold the business, 
hold at least a portion of the business, to the rail carriers. The motor 
truck competition is entering into the thing very severely. Now, at 
the time the Beatrice scale was established there was no such thing 
as motor truck competition, and that situation, of course, is dif- 
ferent today, and we wish to modify our original request in that the 
rates for less than 60 miles should be less than the Beatrice scale 
and that for distance beyond 60 miles should be no higher in any 
instance than the Beatrice scale, and we contend that they would 
be of maximum reasonableness.” 

The situation is unsatisfactory and calls for correction, but we 
are unable to find the remedy in this record. 

Upon the facts before us we find that the rates assailed are not 
unreasonable or shown to be otherwise in violation of the act. The 
committee representing the state commissions concurs. It follows 
that the amended original and supplemental complaints must be dis- 
missed, and it will be so ordered. 


CONSOLIDATED SOUTHWESTERN CASES 


The Live Poultry and Dairy Shippers Traffic Association has 
filed a reply in No. 13535, Consolidated Southwestern Cases, to 
the petition of the defendants for reconsideration, modification 
and interpretation of the orders in that proceeding. The associa- 
tion, opposing granting of the petition as to No. 15395, dealing 
with live poultry rates, a case covered by the decision in the con- 
solidated cases, said the carriers’ petition “has for its primary 
purpose a further delay in changing the present status of the 
rates involved.” 

The association said its complaint in No. 15395 was filed with 
the Cémmission October 1, 1923, more than four years ago. It 
said a prompt hearing was sought but that four years had 
elapsed and complainant “has not received relief from a viola- 
tion of the interstate commerce act duly alleged and proven to 
the satisfaction of the Commission years ago.” It contended that, 
under the Hoch-Smith resolution which became a law after the 
complaint in No. 15395 was filed, it was entitled to prompt relief. 
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IRON AND STEEL RATES 


“If water transportation is to be fostered and preserved in 
full vigor as required by section 500 of the transportation act 
some disruption of established rate relationships is doubtless 
ynavoidable and justifiable,” says Examiner C. J. Peterson in a 
proposed report on No. 18953, Atlantic Steel Company vs. 
Southern Railway et al. Peterson makes that remark near the 
end of a long report on a complaint by a manufacturer of iron 
and steel articles at Atlanta in which the Atlanta manufacturer 
makes a comparison between the rates it pays and the rates 
paid by competitors in Birmingham, Ala., to points in Louis- 
jana and Texas. Peterson says the Commission should find 
the disparity between rates on iron and steel articles, in car- 
joads, from Atlanta and Birmingham, to destinations in Texas 
and Louisiana by rail to Birmingport, Ala., and the Mississippi- 
Warrior Service to New Orleans, or Baton Rouge, La., thence 
by rail, not unduly prejudicial or preferential. Therefore he 
says the complaint should be dismissed. 

The complaint alleged the disparity on iron and steel arti- 
cles, called by the examiner angles and nails, from Atlanta 
and Birmingham over the routes described caused undue and 
unreasonable discrimination against the complainant and At- 
lanta and undue and unreasonable preference and advantage 
to competitors in the Birmingham district, in violation of the 
third section. A cease and desist order was desired. 

Joint all-rail rates, the report says, apply from the Birming- 
ham district and from Atlanta to the southwest. The examiner 
referred to the Southern as the defendant. The complainant’s 
plant is situated on the Southern’s rails. The Southern partici- 
pates in the joint all-rail rates from both the Birmingham dis- 
trict and from Atlanta to the southwest. On traffic originated 
at Atlanta on the rails of the Southern there is no interchange 
at Birmingham. The Southern insists upon carrying traffic 
through its all-rail junctions at Memphis or New Orleans. 

Joint rail-barge-and-rail rates lower than the all-rail apply 
from the Birmingham district, and combination rail-barge-and- 
rail rates apply from Atlanta but they are higher than the cor- 
responding all-rail rates from the Birmingham district. For 
example, the all-rail rates on angles to Lake Charles, La., from 
the Birmingham district and Atlanta are 55 and 58 cents re- 
spectively, while the joint rail-barge-and-rail rate from the Bir- 
mingham district is 45 cents. The Birmingham combination 
rate from Atlanta is 67 cents, a difference of 22 cents against 
Atlanta. 

The coming of the barge line into the Birmingham district 
by means of the 19-mile rail haul from Birmingham to Birming- 
port has had the effect of disrupting the rate relationship that 
theretofore existed between Atlanta and Birmingham. 

Defendants, other than the Southern, in correspondence, 
seemed to be willing to make an arrangement whereby the 
complainant would get the benefit of the rail-barge-and-rail 
rates from Birmingham. The complainant tried to have the 
correspondence on the subject admitted to the record, as show- 
ing an admission that section 3 had been violated. It made 
motions to that effect. The examiner said they should be de- 
nied because, in their formal answers, he said, none of the 
defendants admitted violation of section 3. He said the papers 
in question could not be considered as evidence for any purpose 
whatever. The examiner said the only evidence introduced by 
the complainant consisted of exhibits showing rates as they 
were and what they would be, from Atlanta, were rail-barge- 
and-rail rates from Atlanta made as much less than the’ all-rail 
rates as were the rail-barge-and-rail rates from Birmingham 
less than the all-rail rates. 


The Southern, the examiner said, was unwilling to partici- 
pate in rail-barge-and-rail rates from the Birmingham district 
or from Atlanta via Birmingport and New Orleans or Baton 
Rouge to the southwest because such routes would be uneco- 
nomic or impractical, on account, among other things, of cir- 
cuity. The examiner said that while divisions were not in issue 
in the case the Southern introduced evidence to show that if 
rail-barge-and-rail rates were established from Atlanta over its 
rails, the total revenue would be so small that the barge line 
could not be given adequate divisions. In disposing of the 
case, the examiner said: 


_ The differences between the present all-rail rates on angles and 
nails from Atlanta and Birmingham to destinations in Texas and 
Louisiana are too low. In Consolidated Southwestern Cases, 123 I. 
C. C. 203, the Commission prescribed 32%4 per cent of first class on 
iron and steel articles and through all-rail first-class rates between 
points in southwestern and southeastern territories. Under that scale 
the all-rail rates from Birmingham and Atlanta to Lake Charles, for 
example, would be 63 and 72 cents, respectively, which represents a 
differential of 9 cents, as compared with the present differential of 
3 cents. It will be noted from the above tables (not shown in this 
abstract) that the present all-rail rates on angles and nails from 
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Atlanta to Lake Charles are 13 and 17 cents, respectively, higher than 
the present rail-barge-and-rail rates from Birmingham to that des- 
tination and that the present rail-barge-and-rail combination rates 
from Atlanta to Lake Charles are 22 cents higher than the present 
joint rail-barge-and-rail rate from Birmingham to that destination. 
If water transportation is to be fostered and preserved in full vigor 
as required by section 500 of the transportation act some disruption 
of established rate relationships in doubtless unavoidable and. un- 
justifiable. Upon the facts of record, and taking into consideration 
the slow and inferior service of the barge line, it can not be said 
that the disparity complained of causes undue prejudice or preference. 

The Commission should find that the disparity between the rates 
on the iron and steel articles here considered from Atlanta and the 
Birmingham district to destinations in Texas and Louisiana by rail 
to Birmingport, thence by the barge line to New Orleans or Baton 
Rouge, and thence by rail, does not cause undue prejudice or prefer- 
ence. The complaint should be dismissed. 


BANANA REPARATION AWARD 


In a proposed report on further hearing in No. 15338, Gugen- 
heim-Goldsmith Co. et al. vs. Galveston, Harrisburg & San An- 
tonio et al., Examiner Martin J. Walsh said the Commission 
should modify its original and amended reports, 113 I. C. C. 459, 
and 118 I. C. C. 681, so as to find that the Pruitt Commission Co. 
made shipments of bananas and coconuts from New Orleans, La., 
to San Antonio, Tex., on the rates found unreasonable and was 
entitled to reparation. Walsh said the company should be told 
to make Rule V statements. 


CLASS RATES NOT UNREASONABLE, 


Attorney-Examiner W. A. Disque has recommended the dis- 
missal of No. 19459, State of Idaho, ex rel., Public Utilities Com- 
mission of Idaho vs. Oregon Short Line et al., on a finding that 
the class rates from Portland, Ore., to destinations on the Oregon 
Short Line in Idaho are not unreasonable. The complaint alleged 
the rates were unreasonable in and to the extent they exceeded 
those prescribed in 1911 for application from Portland to main 
and branch line destinations in Oregon, Washington, Idaho and 
Montana in Portland Chamber of Commerce vs. O. R. R. & N., 
19 I. C. C. 265, and 21 I. C. C. 640, with the subsequent general 
percentage increases and general reduction. Present rates vary 
somewhat from the level of that scale, particularly on branch 
lines constructed or acquired since 1911. The defendants op- 
posed the request of the complainant because they regarded the 
scale as too low, it having been prescribed in view of the de- 
fendants’ earnings in 1907 and 1908, which, they pointed out, 
were much greater than those of the past few years. Disque said 
the record failed to establish that the rates assailed were un- 
reasonable. 


IMPORTED BARIUM CARBONATE RATE 


Examiner J. P. McGrath has advised the Commission to 
dismiss No. 19586, J. H. R. Products Company vs. Baltimore & 
Ohio et'al., on a finding that the rate on imported barium car- 
bonate, in carloads, from Baltimore, Md., to Willoughby, O., is 
not unreasonable. 


BUTTERMILK POULTRY FEED RATES 


Examiner Lewis L. Prout has recommended, in No. 19562, 
Armour & Co. of Delaware vs. Santa Fe et al., that the Com- 
mission find rates on buttermilk poultry feed, carloads, from 
Duluth and Mankato, Minn., to Fredonia and Wichita, Kan., 
respectively, unreasonable to the extent they exceeded, prior 
to May and June, 1925, 51 cents and award reparation. Sixth 
class rates were collected. The 51-cent.rate was established 
in May and June, 1925. 


M LIVE POULTRY CLAIM BARRED 


Examiner John J. Crowley has recommended the dismissal 
of No. 19430, Alex Getz vs. Tennessee Central et al., on a find- 
ing that the claim for reparation on a carload of live poultry 
from Carthage Junction, Tenn., to New York, N. Y., was barred 
by the statute of limitations. The shipment was delivered May 
9, 1923. The examiner said that a letter, in another complaint 
by Getz, setting forth the claim on the car involved in this 
case, was not sufficient to toll the statute. 


OPEN SET-UP SASH RATES 


Examiner John Davey has proposed the dismissal of No. 
19411, John H. Wilcox Company vs. Chicago, St. Paul, Minne- 
apolis & Omaha et al., on a finding that rates on open sash, 
set-up, in carloads, from Minneapolis, Minn., to Philadelphia, 
Pa., imposed on shipments made in 1924 and 1925 were not 
unreasonable or otherwise unlawful. 





SPELTER RATE UNREASONABLE 
A finding of unreasonableness and an award of reparation 
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to the basis of a subsequently established rate have been pro- 
posed by Examiner E. H. Kerwin in No. 19228, Federated Metals 
Corporation vs. Western Maryland et al., as to a rate of 22:5 
cents on spelter, in carloads, from Trenton, N. J., to Port Cov- 
ington (Baltimore), Md. The examiner said that the rate should 
be found unreasonable to the extent it exceeded 13.5 cents, the 
rate subsequently made applicable over the route of movement 
as it had been over other routes. 
CHOCOLATE COATING RATES 

Examiner J. P. McGrath, in a proposed report on No. 19643, 
Loose-Wiles Biscuit Co. vs. Reading et al., said the Commission 
should find unreasonable and unduly prejudicial the rail-water- 
and-rail rates on chocolate coating, carloads, from Stamford, 
Conn., Harrisburg, Lititz, and Hershey, Pa., to Kansas City, Mo., 
and award reparation. He said the Commission should find the 
all-rail rates charged on like traffic from Harrisburg and Lititz, 
Pa., and Brooklyn, N. Y., to Kansas City to have been applicable 
and not unreasonable. This report also covers a sub-number, 
Same vs. Same. The rates in addition to being unreasonable 
were alleged to be unduly preferential of competitors at Nash- 
ville, Tenn., Birmingham, Ala., Wichita, Kans., Fort Smith, Ark., 
Denver, Colo., and Oklahoma City and violative of the two parts 
of the fourth section. 

McGrath said the Commission should find the rail-water-and- 
rail rates were unreasonable and unduly prejudicial to the extent 
they exceeded $1.39 from Harrisburg, $1.40 from Hershey and 
Lititz, and $1.43 from Stamford. He said that, following Missouri 
Portland Cement Co. vs. Director-General, 88 I. C. C. 492, the 
Commission should award reparation on shipments on which the 
complainant paid and bore the charges and on shipments on 
which it paid but did hot bear the charges. The rates have been 
or will be corrected as a result of decisions in other cases. 


MURIATE OF POTASH RATES 

A finding of unreasonableness, the prescription of new rates 
for the future, and an award of reparation have been recom- 
mended by Examiner T. P. Wilson, in No. 19201, American Pot- 
ash and Chemical Corporation, successor to American Trona 
Corporation, vs. Great Northern et al., as to rates on muriate of 
potash from Trona, Calif., to Apple Center and Seattle, Wash., 
and North Portland, Ore. He said the Commission should find 
the rates were, are, and for the future would be unreasonable to 
the extent they exceeded, exceed or may exceed 55 cents, plus a 
switching charge of $11.70 to North Portland, 60 cents to Seattle, 
and 64 cents to Apple Center, minimum, in each case, 80,000 
pounds. 


COILED ELM HOOP RATE 


Examiner F. A. Clifford, in No. 19462, Liberty Cooperage & 
Lumber Co. vs. Wabash et al., said the Commission should find 
unreasonable the rate on coiled elm hoops, in carloads, from 
Montpelier, O., to Rochester, N. Y., prescribe a new one, and 
award reparation. He said the rate of 32 cents was unreason- 
able to the extent it exceeded 22.5 cents. That rate, he said, 
should be prescribed for the future. 








FEEDER CATTLE RATE 
Examiner J. C. Harraman has recommended the dismissal of 
No. 19356, Simon Newman Co. vs. Los Angeles & Salt Lake et al., 
on a finding that the rate on feeder cattle from Las Vegas, Nev., 
to Timba, Calif., is not unreasonable. 


STONEWARE RATE CASE 


Examiner H. L. Main has recommended the dismissal of 
No. 19672, Robinson-Ransbottom Pottery Co. vs. Pennsylvania, on 
a finding that the rate on stoneware from Roseville, O., to Chi- 
cago, Ill., is not unreasonable, unjustly discriminatory, or un- 
duly prejudicial. 





ROCK GYPSUM RATES 


Examiner W. M. Carney has recommended the dismissal of 
No. 19455, North American Cement Corporation vs. Baltimore & 
Ohio et al., on a finding that rates on rock gypsum from New 
Brighton, N. Y., to Security and Union Bridge, Md., are not un- 
reasonable, or otherwise unlawful. The complaint alleged the 
rates unduly preferred intrastate commerce and complainant’s 
competitors at Alsen and Hudson, N. Y. 


DREDGING MACHINERY RATE 
Examiner Paul A. Colvin has recommended the dismissal of 
No. 19410, Walb Construction Co. vs. Chicago & North Western 
et al., on a finding that the rate charged on one carload of dredg- 
ing machinery shipped from Green Bay, Wis., to Moore Haven, 
Fla., in 1925, was inapplicable but not unreasonable. He said 
refund of overcharge should be directed. 


COTTONSEED HULL SHAVINGS 


Examiner W. J. Harris, in No. 19022, Harry Schimmel vs. 
Southern et al., said the Commission should find the rates 
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charged on three carloads described as cottonseed hull fiber or ' 


shavings from Lancaster, S. C., to Washington, D. C., in 1924 
were inapplicable and award reparation. The linter rates were 
applied. Harris said the Commission should find the rates ag. 
sailed were inapplicable and that the applicable ones were those 
contemporaneously maintained on the hull fiber or shavings, 


RAIL-WATER RATE ON LUMBER 


Dismissal has been recommended in No. 19686, Enterprise 
Box Company vs. Southern Pacific et al., by Examiner Lewis 
L. Prout, on a finding that a rail-and-water rate of 97 Cents 
charged on a carload of cedar cigar box lumber from Nogales 
Ariz., to Tampa, Fla., was applicable. Complainant contended 
the applicable rate was 91 cents which was the 97-cent rate 
treated by the combination rule in Jones’ I. C. C. No. U. §, 1. 
The examiner said a rail-and-water shipment was not a cop. 
tinuous rail shipment in the meaning of the tariff containing 
the combination rule and that the rule was not applicable to 
the shipment here considered. The shipment moved by rail to 
New Orleans and beyond by water. 





RATE ON ROOFING AND SHINGLES 


Examiner S. A. Aplin has recommended dismissal in No. 
19569, Rosenthal Woodworking Company vs. Detroit, Grand 
Haven & Milwaukee et al., on a finding that the applicable rate 
of 34.5 cents on prepared roofing and asphalt shingles, carloads, 
from Grand Rapids, Mich., to Fond du Lac, Wis., was not in 
violation of the fourth section of the act. 








RATES ON FISH OIL 


An award of reparation has been recommended in No. 19067, 
Frank L. Young Company vs. Baltimore & Ohio et al., by Ex. 
aminer W. J. Harris, on a finding that rates charged on ship- 
ments of crude menhaden fish oil, carloads, from points in 
Delaware, Maryland and Virginia to Boston, Mass., were inap- 
plicable and that the applicable rates were the sixth class 
rates contemporaneously in effect on soap stock from and to 
the same points. 


COAL TO EAST ROCHESTER, N. Y. 


Examiner John J. Crowley, in No. 19413, East Rochester 
Association vs. Baltimore & Ohio et al., said the Commission 
should find rates on bituminous coal to East Rochester, N. Y., 
from the Reynoldsville, Pittsburgh and Connellsville districts, 
in Pennsylvania, not unreasonable, or unjustly discriminatory 
but unduly prejudicial to the extent they exceed, or may ex- 
ceed, the contemporaneous rates to Rochester. He said the 
Commission should order the undue prejudice removed. 

The complaint alleged the rates from the districts men- 
tioned, and from districts in Ohio and West Virginia, were in 
violation of sections 1, 2, and 3 to the extent they exceeded 
rates to Rochester, N. Y. East Rochester is 7.57 miles east 
of the Kent Street station of the New York Central in Rochester. 

' East Rochester is east of the Genesee River, which is the 
dividing line between the Buffalo-Rochester adjustment and 
the Syracuse group. East Rochester is now included in the 
Syracuse group. A rate of $2.96 applies to Syracuse group 
points and a rate of $2.22 to Rochester from the Reynoldsville 
district. Some routes to Rochester pass through East Roches- 
ter but they carry the $2.96 rate and, according to the report, 
also some coal on that rate, from the Reynoldsville district.- 
Rates from the Pittsburgh and Connellsville district to Roches- 
ter are higher. 


LIVESTOCK TO BENNING, D. C. 


Examiner W. M. Carney, in a proposed report on No. 19397, 
N. Auth Provision Company vs. Baltimore & Ohio et al., said 
the Commission should find not unreasonable the rates on live- 
stock, from points on the Southern, Washington and Old Dom- 
inion, and the Richmond, Fredericksburg & Potomac, in Vir- 
ginia, to Benning, D. C. He said it should find like rates from 
Charles-Town, W. Va., Berryville, Va., and Hanover and Lan- 
caster, Pa., unreasonable, prescribe new ones and award rep- 
aration. The report says the rates from the points mentioned 
in the preceding sentence should be found unreasonable to the 
extent they exceeded, exceed or may exceed 27 cents from 
Charles-Town and Berryville, and 24 cents from Hanover and 
Lancaster. The complainant asked for rates from points in 
Virginia no higher than the compromise rates adopted in Live- 
stock to, From, and Between Points in Southeast, 74 I. C. C. 
419, on the theory that rates in Trunk Line territory should be 
no higher than in the southeast. Carney said the Commission 
had not found the compromise rates in that case would be rea- 
sonable rates but had merely approved them. The complainant 
asked for rates of 18 cents from Hanover and 18.5 cents from 
Lancaster, the rates set forth in a recent proposed report in 
the Eastern Livestock case, a report of which was made in 36 I. 
C. C. 675. 

Carney suggested referring back to the carrier involved 
the testimony in respect of shipments on which it was alleged 
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RATES ON WALL BOARD 


In a proposed report on No. 17006, Upson Co. vs. Ann Arbor 
et al., embracing also No. 18958, Dallas Sash & Door Co. et al. 
vs. Santa Fe et al., Examiner Burton Fuller has recommended 
the following findings: 


In No. 17006, the Commission should find (1) that the rates 
(other than the class rates) on fiber wall board, in carloads, from 
Lockport, N. Y., to destinations in western classification territory 
were and are not unreasonable; that they are and for the future will 
be unduly prejudicial to complainant and unduly preferential of pro- 
ducers of plaster wall board at Fort Dodge, Ia., Blue Rapids, Kan., 
and Oklahoma City and Southard, Okla., Sweetwater, Tex., Seattle, 
Wash., and Los Angeles, San Francisco and Stockton, Calif., and 
except to destinations in Minnesota, Wisconsin, Michigan and trans- 
continental territory were, are, and for the future will be unduly 
prejudicial to complainant and unduly preferential of producers of 
plaster wall board at Buffalo and Oakfield, N. Y., and Grand Rapids, 
Mich.; (2) that the mixed carload rules in connection with the plaster 
wall board traffic are unduly prejudicial to complainant and unduly 
preferential of producers of plaster wall board at the points above 
named; (3) that this undue_ prejudice should be removed by _the 
establishment on plaster wall board, in straight carloads and in 
mixed carloads with plaster and plaster products (where the re- 
spective rates are not on the class basis), of rates from the western 
producing points and of factors from the Mississippi River crossings 
and Chicago in connection with the rates from the eastern producing 
points which shall exceed the corresponding rates and factors on 
plaster, in straight carloads, by not less than 20 per cent; (4) that 
the carload rating on fiber wall board in western classification is 
unreasonable to the extent that it exceeds or may exceed Class B; 
and (5) that the plaster wall board traffic has not been under- 
charged and, therefore, that the allegation of unjust discrimination 
has not been sustained. It is suggested that the basis herein pre- 
scribed be applied from all points in western territory from which 
plaster wall board is shipped in straight or mixed carloads. Com- 
plainant has not adduced such evidence as would entitle it to an 
award of reparation under a finding of undue prejudice. An appro- 
priate order in No. 17006 should be entered for the future. 

In No. 18958, the Commission should find that the rates as- 
sailed on fiber wall board and that the rate on plaster board from 
Fort Dodge, Iowa, to Dallas, Tex., were and are not unreasonable. 


The complaint in No. 18958 should be dismissed. 


Complainant in No. 17006 alleged that the rating and rates 
on fiber wall board, carloads, from Lockport to destinations in 
Western Classification territory had been and were unreasonable, 
unjustly discriminatory and unduly prejudicial to complainant 
and unduly preferential of producers of plaster wall board. It 
was also alleged that the plaster wall board traffic had been un- 
dercharged and accorded unduly prejudicial mixed carload 
privileges. 

After discussing the qualities of fiber wall board and of 
plaster board, the examiner said there was actual or potential 
competition in western territory between complainant and all 
producers of plaster wall board. He said the gypsum producers 
attempted to minimize that by estimating that it applied only 
to about 15 per cent of their sales of plaster board in that ter- 
ritory. He said that this estimate was considerably understated 
was clearly shown by the statement of witness for these pro- 
ducers to the effect that the reason for the great development 
in the fiber wall board industry prior to 1918 was because the 
plaster board industry was handicapped in that period by a 
jurisdictional dispute among the building trades. Complainant 
proposed that the rates on fiber wall board and plaster wall 
board be made on the same basis. Fiber wall board is rated 
fifth class, and plaster board, class C, in the Western Classifica- 
tion. In his conclusions in No. 17006, the examiner said: 


Plaster, like plaster board, is rdted Class C in western classifica- 
tion. Defendants’ classification expert testified that in his opinion 
plaster board should take a rating one class (equivalent to approxi- 
mately 20 per cent) higher than plaster because it has a higher 
value and has gone through a further state of manufacture. While 
this would seem consistent with sound classification principles, it 
may be that the rating for plaster is too high. In any event, class 
C does not appear to be unduly low for application on plaster wall 
board. The eastern factors on fiber wall board from Lockport are 
also approximately 20 per cent higher than the corresponding factors 
on plaster board from Buffalo. Giving due consideration to the dif- 
ference in transportation conditions it is clear that a substantially 
greater average spread in connection with the western factors and 
rates results in undue prejudice to complainant. It follows that the 
rules which provide for the application of the plaster rates to mixed 
carloads of plaster and plaster wall board are likewise unduly preju- 
dicial. This undue prejudice can best be removed by requiring that 
the western rates and factors on plaster wall board in straight car- 
loads and-in mixed carloads with plaster and plaster products shall 
exceed the corresponding rates and factors on plaster by not less 
than 20 per cent. Similarly, the rating in western classification on 
fiber wall board should not exceed that on plaster wall board by 
more than one class. 


ROCK ISLAND ABANDONMENT 

In finance No. 5919, the Commission, by division 4, has dis- 
missed, for want of jurisdiction, that part of an application of 
the Chicago, Rock Island & Pacific asking authority to abandon 
the right to use the line of railroad of the Denver & Rio Grande 
Western between Denver and Pueblo, Colo., and to abandon the 
use of part of such line. It also held that public convenience 
and necessity had not been shown to permit the abandonment 
by the Rock Island of its use and operation of the railroad and 
terminal facilities of the D. & R. G. W. now used by it at Denver 
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and Colorado Springs, Colo. The latter finding was without 
prejudice to the carrier resubmitting the application if and when 
it provided itself with other suitable terminal facilities rea- 
sonably sufficient to handle its present and prospective traffic 
at Denver and Colorado Springs. 

“As we interpret our authority,” said the Commission, “we 
are not empowered to authorize the abandonment by a carrier of 
its mere right to operate over the railroad of another carrier, as 
distinguished from its operation over such railroad. A carrier 
cannot, without our authorization, lawfully abandon the opera- 
tion of a railroad which it is operating, but we have no juris- 
diction over the contractual right of one carrier to operate over 
the road of another carrier, except as such right is exercised 
in the operation of the road.” 

The Commission said the case strongly suggested the ad- 
visability of the two carriers getting together and revising the 
agreements under which the Rock Island was using the Denver 
company’s terminals. It said equity would seem to dictate that 
there should be some reduction in the rentals provided in those 
agreements, “the burden of which was fastened upon the Rock 
Island by the improvidence of its former management,” and 
that it would be better to have the Rock Island a contented 
instead of a dissatisfied tenant. 


PENSACOLA TERMINALS CASE 


The Commission, by division 4, in finance No. 6230, acqui- 
sition of certain tracks by the Muscle Shoals, Birmingham & 
Pensacola, and No. 6231, acquisition and operation by Muscle 
Shoals, Birmingham & Pensacola of a track owned by the Gulf 
Power Company, has authorized the applicant, a subsidiary of 
the St. Louis-San Francisco, to acquire the tracks owned by the 
Gulf Ports Terminal Company, and the Gulf Power Company, in 
Pensacola, Fla., and Escambia county, outside of the city. The 
grant is without conditions. The Louisville & Nashville asked 
that the grant be conditioned so that it might have joint use 
of the tracks. The Frisco objected. The L. & N., the report 
said, objected to granting the Frisco the right to use its ter- 
minals in Pensacola. 

Objections to the arrangement were made by intervening 
shippers who desired what they called competitive railroad serv- 
ice, that is, service over the terminals which would relieve them, 
the Commission said, of paying switching charges in any case. 
They now pay on non-competitive traffic when a car is switched 
from one road to another. However, they said they desired to 
help the Frisco in the development of its terminals. The Com- 
mission said that the contentions of the interveners should not 
militate against the grant of the authority sought nor did they 
justify circumscribing that authority by the conditions suggested. 

Commissioner Eastman, concurring, said no result other than 
the one reached seemed to be practicable in the circumstances. 
He said it would be unfair, in view of the Louisville & Nashville’s 
attitude which was against the use of its terminals by the Frisco, 
for the Commission to require the Frisco to admit the L. & N. 
—— use of any or all the Frisco terminals. In conclusion, he 
said: 


The situation is unfortunate, for I doubt whether the report is 
right in intimating that reciprocal switching arrangements are the 
equivalent of competitive service. The best terminal arrangement, 
in my judgement, would be a terminal belt line embraging both the 
Louisville & Nashville and the Frisco terminals and jointly operated 
by them or independently by the city, as in New Orleans. Perhaps 
this might have been brought about through vigorous action by 
the local interests, but with the exception of the shippers here pro- 
testing they seem to have abandoned such an undertaking. 


FINANCE APPLICATIONS 


Finance No. 6580. Seaboard Air Line Railway Co. asks authority 
to acquire control by lease of the railroad and other properties of 
the South Georgia Railway Co. and for authority under section 20a 
to deposit certain securities in escrow. The South Georgia extends 
from Adel, Ga., to Hampton Springs, Fla., connecting with the Sea- 
board at Greenville, Fla. Applicant said the line was a natural feeder 
for it, that it was not only self-supporting but was expected to in- 
crease the Seaboard’s revenue. 

Finance No. 6581. Seaboard-All Florida Railway asks authority 
as the Seaboard’s nominee under the agreement involved in Finance 
No. 6580 to acquire the South Georgia. 

Finance No. 6582. The New York, New Haven & Hartford asks 
authority to issue and sell at competitive bidding $4,500,000 of 4% 
per cent equipment trust certificates in connection with acquisition 
of fifteen steam locomotives, five electric passenger locomotives, 
twenty-five steel underframe cabooses, four steel cabooses, twenty 
steel blind end baggage cars, twenty-five steel underframe milk cars, 
and 2,650 steel underframe freight train box cars. 

Finance No. 6578. The Outer Harbor Terminal Railway Co. of 
California, asks authority to acquire the Outer Harbor Dock & Wharf 
Company’s railroad properties and to operate the same, and 100 feet 
of trackage owned by the City of Los Angeles, and to issue $130,000 
of common capital stock. ‘ 

Finance No. 6583. The San Diego & Arizona asks authority to 
issue and deliver its renewal promissory notes in an amount of $527,- 
822.80 to the Southern Pacific Co. and to J. D. and A. B. Spreckels 
Securities Co. ‘ 

Finance No. 6579. The Pittsburgh & Lake Erie asks authority to 
issue not exceeding $7,197,100 of capital stock, representing capitaliza- 
tion of part of a surplus of $51,512,088, to be distributed among the 
stockholders as a stock dividend. 


UNCONTESTED FINANCE CASES 
Finance No. 6499. Southern Pacific Railroad and Southern Pa- 
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cific Co. authorized to abandon about a mile of line in Ventura county, 
Calif., between Lennox station end Beetox. 

Finance No. 6488. Kansas City, Shreveport & Gulf Terminal Rail- 
way Co. authorized to extend from August 1, 1927, to August 1, 1937, 
maturity of $150,000 of first mortgage bonds. 

Finance No. 5868. Order of November 30, 1926, modified so as 
to permit expenditure of proceeds of equipment trust certificates of 
the New Haven for procurement of equipment other than as stated 
in the original report. 

Finance No. 6559. Mountain States Telephone & Telegraph Co. 
authorized to acquire the properties of F. H. Clark and Marie Clark, 
doing business as the Clayton-Telephone Exchange Co. . 

Finance No. 6543. West Virginia Midland authorized to issue 
$275,000 of capital stock, to be sold at par for cash. 

Finance No. 6522. Chicago, Rock Island & Pacific authorized to 
issue $40,000,000 of secured 4% per cent gold bonds, series A, said 
bonds to be sold at not less than 92% and accrued interest and the 
proceeds used to retire outstanding notes aggregating $28,862,000, and 
to reimburse the treasury for expenditures for additions and better- 
ments, and to pledge as collateral security therefor $45,000,000 of first 
and refunding mortgage gold bonds; terms and conditions prescribed. 

Finance No. 2853. Third amendatory supplemental order author- 
izing Great Northern to procure authentication and delivery of $20,- 
000,000 of general mortgage 4% per cent bonds, series E, upon sur- 
render and cancellation of a like amount of series A 7 per cent bonds 
now held in the company’s treasury, in lieu of series D bonds pre- 
viously authorized, and to sell the series E bonds at not less than 97. 

Finance No. 6161. Gainesville Midland Railroad Co. authorized 
to acquire control, by purchase of capital stock, of Athens (Ga.) 
Terminal Co. 

Finance No. 6537. Sullivan Telephone Co., Inc., authorized to 
acquire property of Subscribers Service Telephone Co., Inc. 


COMMISSION ORDERS 


No. 19699, St. Louis Coke & Iron Corp. vs. Alabama Great 
Southern et al. Medart Co., Bridge & Beach Manufacturing Co. 
and Peoria Association of Commerce permitted to intervene. 

No. 19890, U. S. Phosphoric Products Corp. vs. Butte, Ana- 
conda & Pacific et afl. Darling & Co. permitted to intervene. 

No. 20047, The Robinson Grain Co. et al. vs. Santa Fe et al. 
The Seldomridge Grain Co. permitted to intervene. 

Finance No. 6547, in the matter of the joint application of 
the Detroit, Grand Haven & Milwaukee; Pontiac, Oxford & 
Northern, and Michigan Air Line for a certificate of public cou- 
venience and necessity to construct an extension of their lines 
of railroad at Pontiac, Mich. Pere Marquette permitted to in- 
tervene. 

Finance No. 6518, in the matter of the application of the 
Algiers, Winslow & Western for a certificate of public conven- 
ience and necessity to construct, equip and operate a railroad 
in Pike county, Indiana. Evansville, Indianapolis & Terre Haute 
permitted to intervene. 

Finance No. 5690, in the matter of the application of the 
New York Central for authority to acquire control, under lease, 
of the railroad systems of the Big Four, Michigan Central, and 
Chicago, Kalamazoo & Saginaw. Owasco River Railway per- 
mitted to intervene. 

Finance No. 6545, in the matter of the application of the 
Pere Marquette for a certificate of public convenience and neces- 
sity authorizing it to construct a line of railroad from Wixom 
to Pontiac, in Oakland county, Mich. Detroit, Grand Haven & 
Milwaukee; Pontiac, Oxford & Northen, and Canadian National, 
operating as lessee the Michigan Air Line Railway, permitted to 
intervene. 


Finance No. 6473, in the matter of the application of the 
Delaware &*Hudson for a certificate authorizing it to abandon 
its Honesdale branch in Lackawanna and Wayne counties, 
Pennsylvania. Lake Ladore Improvement Co. and Racket Brook 
Coal Co. permitted to intervene. 


No. 20110, Blue Diamond Co. vs. Western Pacific et al. Pa- 
cific Portland Cement Co. permitted to intervene therein. 


No. 19888, Tobacco Foil Co. vs. Richmond, Fredericksburg 
& Potomac et al. Federated Metals Corp. permitted to intervene. 

No. 19955, West Virginia Brick Co. et al. vs. Hocking Valley 
et al. National Fire Proofing Co. permitted to intervene. 

No. 20138, the Jessup & Moore Paper Co. vs. Akron, Canton 
& Youngstown et al. West Virginia Pulp & Paper Co. permitted 
to intervene. 

The Commission has reopened Fourth Section Applications 
Nos. 11694 and 12645, coal and coke from Kentucky, Alabama 
and Tennessee, for further hearing on the question of fourth 
section relief as to the rates on coal from Kentucky mines on 
the Louisville & Nashville to points in Mississippi and Tennes- 
see, also Helena, Ark., at such time and place as it may here- 
after direct; and those portions of Fourth Section Applications 
Nos. 458, 601, 542, 799, 1537, 1548, 1952, 2048, 2045, 2138, 2222, 
2329, 3196 to 3231, inclusive; 3236, 3237 and 4948, which relate to 
rates on bituminous coal from Kentucky mines on the Illinois 
Central to points in Tennessee and Mississippi for further hear- 
ing in connection with Fourth Section Application Nos. 11694 
and 12645. 

Valuation No. 1069, Erie et ak, and Valuation No. 1073, Erie 
Terminals Railroad. Western Union Telegraph Co. permitted to 
intervene. 

No. 18112, the Atlas Portland Cement Co. vs. Central Rail- 
road of New Jersey et al. West Penn Cement Co. permitted to, 
intervene. 

No. 18744, the Glen Falls Portland Cement Co. vs. Boston 
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& Albany et al. West Penn Cement Co. and Universal Portland 
Cement Co. permitted to intervene. 

No. 19986, North American Cement Corp. vs. Aroostook Va). 
ley et al. Universal Portland Cement Co. and West Penn Cement 
Co. permitted to intervene. 

No. 19738, Cummer Lumber Co. et al. vs. Yazoo & Mississippj 
Valley et al. Alabama Public Service Commission permitted to 
intervene. 

No. 19813, Colorado Portland Cement Co. vs. Ahnapee g 
Western et al. Board of Railroad Commissioners of State of 
South Dakota permitted to intervene. 

No. 17261, Tallulah Cotton Oil Co., J. V. Wright, lessee, ys, 
Alabama & Vicksburg et al., and No. 15501, Southland Cotton 0jj 
Co. vs. Alabama & Vicksburg. Order entered herein on May 10, 
1927, which was by its terms made effective July 16, 1927, ang 
subsequently modified so as to become effective on November 
15, 1927, has been further modified so that it will become ef. 
fective on January 3, 1928. 

No. 18740, Central Leather Co. (U. S. Leather Co.) et al. vs, 
Akron, Canton & Youngstown et al. Tanners’ Counsel of Ameri- 
can permitted to intervene. 

No. 20003, Colorado and New Mexico Operators Assn, ys. 
Burlington et al. Owl Creek Coal Co.; Sheridan-Wyoming Coal 
Co. and Hudson Valley Coal Co. permitted to intervene. 

No. 19645, Santa Fe et al. vs. Baltimore & Ohio et al. Texas 
& Pacific permitted to intervene. 

No. 17558, Farley & Loetscher Manufacturing Co. et al. vs, 
Akron, Canton & Youngstown et al. Order entered in this pro- 
ceeding on August 15, 1927, which was by its terms made effec. 
tive on or before November 15, 1927, has been modified so that 
it shall become effective on or before December 15, 1927. 

No. 20032, Loose-Wiles Biscuit Co. vs. Minneapolis & St. 
Louis et al. Consolidated Paper Co. permitted to intervene. 

No. 19878, Better Bedding Alliance of America vs. Santa Fe 
et al. Dallas (Tex.) Chamber of Commerce permitted to inter- 
vene. 

No. 19952, Terre Haute Chamber of Commerce vs. Ahnapee 
& Western et al. Robert Gaylord, Inc., permitted to intervene. 

No. 11756, Bangor & Aroostook et al. vs Aberdeen & Rock- 
fish et al. Defendant, Buffalo, Rochester & Pittsburgh petition 
for modification of Commission’s order of June 14, 1927, denied. 

No. 15151, Oklahoma Portland Cement Co. et al. vs. Den- 
ver & Rio Grande Western et al., and related cases. Defendants’ 
petition for modification of Commission’s report and order of 
May 19, 1927, denied. 

No. 15916, Spanish River Pulp & Paper Mills, Ltd., et al. 
vs. Ahnapee & Western et al. Order entered in this proceeding 
on June 28, 1926, as since amended, which by its present terms 
will become effective on November 30, 1927, has been further 
amended so that it shall become effective on December 30, 1927. 


SUSPENDED TARIFFS 


In I. and S. No. 3000, the Commission has suspended from 
November 1 until June 1 schedules as published in various tariffs 
of carriers operating in Central Freight Association territory, 
and supplements Nos. 10 and 11, to Jones’ I. C. C. No. 1875 and 
supplement No. 3 to Jones’ I. C. C. No. 1949. The suspended 
schedules propose to cancel the present commodity rates on 
sewer pipe and wall coping, in carloads, between points in Cen- 
tral Freight Association territory and apply in lieu thereof the 
classification basis of sixth class rates which result in increases. 
The following statement of rates on sewer pipe is illustrative: 


Rates in cents per 100 pounds, from Cannellton, Ind., to Louis- 
ville, Ky., present 11.5, proposed 12; from Brazil, Ind., to Grand Rapids, 
Mich., present 21.5, proposed 23.5; from Uhrichsville, Ohio, to Chicago, 
Ill., present 22.5, proposed 25.5. 


‘In I. and S. No. 3001, the Commission has suspended from 
November 1 until June 1 schedules in first revised page 32 of 
Southern Pacific CCompany’s (Pacific Lines) I. C. C. No. 4610. 
The suspended schedules propose to revise the rates on clay 
and clay products, in carloads, from Texas origins to destinations 
in New Mexico. The proposed revision would result in both 
increases and reductions in rates, of which the following is 
illustrative: 


Clay and clay products (rates in cents per 100 pounds), from 
Elgin, Tex., to Zora, N. M., present 28%, proposed 25; Russia, N. M., 
present 2814, proposed 27144; Capitan, N. M., present 28%, proposed 31. 


In I. and S. No. 2999, the Commission has suspended from 
November 1 until June 1, schedules as published in supple- 
ments Nos. 18 and 20 to Toll’s I. C. C. No. 1186. The suspended 
schedules propose to restrict the routing on traffic originating 
at points on the Spokane, Coeur d’Alene and Palouse Ry. so as 
to apply only in connection with the Great Northern Ry. on 
eastbound trans-continental shipments. At present this traffic 
can be routed in connection with the Northern Pacific, Chicago, 
Milwaukee & St. Paul, or the Spokane International and its 
connections as well as the Great Northern. 

In I. and S. No. 2998, the Commission has suspended from 
November 1 until June 1 schedules as published in supplements 
Nos. 7 and 9 to Toll’s I. C. C. No. 1185. The suspended sched- 
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November 5, 1927 


jes propose to establish a reduecd transcontinental rate of 
#125 per 100 pounds, minimum 40,000 pounds, on imported wal- 
en from north Pacific ports to destinations east of the Rocky 
Mountains to the state of Indiana, inclusive, in lieu of the 
present import rate of $1.75 per 100 pounds, minimum 30,000 


pounds. 


PETITIONS FOR REHEARING, ETC. 


No. 13535, Consolidated Southwestern Cases et al., petition 
of manufacturers of wrought iron and steel pipe and fittings 
for leave to intervene and for a reconsideration and reopening 
of the case for further evidence solely in respect of the rates 
on pipe and fittings. y 

No. 14968, the Victor-American Fuel Co. et al. vs. Denver 
& Salt Lake et al. Complainants move that Denver & Salt Lake 
be made a defendant herein. 

No. 15515, Mobile Chamber of Commerce & Business League 
ys, Alabama & Vicksburg et al., and cases grouped therewith. 
Charles Barham, on behalf of carriers in Southern Freight Asso- 
ciation, petitions for postponement of effective date of Commis- 
sion’s order in No. 15515, Mobile Chamber of Commerce & Busi- 
ness League vs. Alabama & Vicksburg et al., and that carriers 
be permitted to make the rates effective concurrently with the 
rates which will be established in compliance with the Consoli- 
dated Southwestern Cases, No. 13535. 

No. 14617, Acme Brick Co. et al. vs. Alabama & Mississippi 
et al., and cases grouped therewith. Complainant’s petition for 
reopening of the above-entitled proceeding in regard to the 
grouping of Texas origin points at the Mississippi crossings, 
Memphis and south. 

No. 15299, Hannibal Shippers’ Assn. vs. Santa Fe et al., Com- 
plainant’s second petition for rehearing and/or reargument 
therein. 

No. 18525, Hermann Oak Leather Co. vs. Central of Georgia 
et al. Complainant petitions for reargument. 

No. 15584 et al., Mid-Continent Oil Rates 1925, Sinclair Re- 
fining Co. et al. vs. Ahnapee & Western et al., Col-Tex Refining 
Co., operating a refinery at Colorado, Tex., petitions Commission 
to amend its order herein to provide that the rates on petroleum 
products from Colorado, Tex., to destinations involved herein, 
shall be the same as have been prescribed from Ranger, Tex. 

No. 13506, Parkersburg Rig & Reel Co. vs. St. Louis-San 
Francisco et al. Defendants’ petition for further postponement of 
effective date of order. 

No. 18563, Caldwell & Taylor vs. Chicago, Rock Island & 
Gulf et al. Motion on behalf of defendants for reconsideration, 
upon the record as made and oral argument, or, in the alterna- 
tive, rehearing. : 

No. 17517, Rates on chert, clay, sand and gravel within the 
state of Georgia, and related cases. Gulf, Mobile & Northern 
petition for modification of findings and order concerning rates 
to and from points on the Gulf, Mobile & Northern. 

No. 18621, Wheeler Publishing Co. et al. vs. Santa Fe et al. 
Complainant has filed supplemental petition for reopening ta 
take further evidence and for rehearing. 

No. 19212, and Sub. Nos. 1 and 2, Oklahoma Wheat Growers’ 
Assn. et al. vs. Abilene & Southern et al. Complainants’ petition 
for further hearing. 


FAILURE TO GIVE SERVICE CASE 

Asking the Commission to deny an opportunity by the de- 
fendant to give additional evidence in No. 17432, Marion M. 
Carnes vs. Santa Fe et al., Clyde M, Reed, for the complainant, 
asks, “Is there any justice?” Answering his own question, Mr. 
Reed says he believes there is in the Commission’s powers and 
intentions. The Commission, in its report and order in this case, 
129 I. C. C. 341, held that Kansas City, Clinton & Springfield, 
now controlled by the St. Louis-San Francisco, was not justified 
in refusing to render service on the private track of the com- 
plainant leading to his tank car repair plant at Olathe, Kan. It 
awarded reparation and made an order assigning the proceeding 
for further hearing, “solely with respect to the measure of the 
complainant’s damage.” The carriers now claim they have new 
and relevant newly discovered evidence which they desire to 
present. Reed claims the evidence is merely cumulative, such 
as could be presented in any case. 

In discussing the case, Mr. Reed said that if the defendants 
had any lack of familiarity with the law or if they took a wrong 
View of the law they did so at their peril and were not entitled 
at this stage of the proceeding to come in and allege a deficiency 
in the complaint. The carriers contended that Carnes had come 
to the wrong forum; that if he had any cause of action it was 
for damages resulting from a breach of a contract, the same 
being the refusal of the carrier to place cars upon the spur 
track on the ground that it was not safe. Mr. Reed pointed out 
a this case was filed more than two years ago. Further, he 
said: 

Defendants raise the old and threadbare cry of taking their prop- 
erty without “due process of law’’ so familiar to courts and commis- 


sions dealing with powerful public service corporations. They—in 
effect—took the complainant’s property not by any process of law but 
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by acts which—on their face—were in violation of law. Through and 
because of their acts the complainant was ruined and stripped clean. 
Are we to accept the doctrine that “he shall take who has the power, 
and he shall keep who can?” May the defendants through the “‘law’s 
delays’’ complete by indirection what was begun directly? Is there any 
justice? We believe there is in this Commission’s powers and in- 
tentions. The petition should be denied. 


SOUTHERN CLASS RATES 


An order directing the standard lines in Florida to establish 
rates to and from the peninsula of Florida in accordance with 
the Commission’s prescription in No. 13494, Southern Class Rate 
Investigation, on or before December 31, has been issued. The 
order was issued because the Atlantic Coast Line and the Sea- 
board Air Line, formally, notified the Commission that they 
would not put the prescribed rates into effect without an order. 
The Florida East Coast also said it did not desire to proceed 
on a voluntary basis. 

Issuance of the order will enable the Florida carriers, if 
they are so advised, to take the matter to the courts. The 
Florida East Coast, according to the record, is not inclined to 
go to the courts. The other carriers have not definitely said 
they think they should go, but they required the issuance of 
an order by notifying the Commission they would not agree to 
make the rates effective on any other terms. All other carriers 
have agreed to put the rates into effect on the day mentioned. 
The Commission, in its reports in the case, asked them to sig- 
nify what they intended to do in the matter, with the result as 
hereinbefore mentioned. 

Sixty days are allowed for the preparation of the necessary 
tariffs. It is understood the railroads have their paper woik 
in the preparation of tariffs in such shape that compliance with 
the order within the time allowed is a moral certainty. In 
other words, they have been going ahead, checking in rates, 
while the lawyers have been writing petitions, protests, motions 
and answers thereto so as to be prepared, if the Commission 
did not change its mind, to carry out the agreement that the 
rates should be in effect on business with the coming of the 
new year. 

The order is a long typewritten document addressed to all 
the carriers parties to the case, which means all those in the 
United States, so phrased as to set forth the scope of the 
revision of rates to and from the Florida peninsula, under the 
order of February 6, 1922, the one initiating the revision that 
will become effective throughout the country on traffic to and 
from southérn territory, within that territory, and to and from 
the Florida peninsula, by reason of the agreement between the 
carriers and the Commission and the order. So much language 
was needed on account of the necessity for defining the rates 
that were to become effective by reason of the order. The tar- 
iffs dealing with the Florida situation will show that the rates 
were ordered. Tariffs dealing only with rates outside of the 
scope of the order, if any, will not show that the rates therein 
carried were ordered into effect. 

Request for a forthwith order requiring the carriers to pub- 
lish rates to and from the peninsula of Florida on the basis pre- 
scribed by the Commission in No. 13494, Southern Class Rate 
Investigation, was filed by John A. O’Rourke, as commerce 
agent for the Miami Chamber of Commerce, City of Miami Rate 
and Traffic Board, West Palm Beach Traffic Bureau, Marion 
County Chamber of Commerce, Kissimmee Chamber of Com- 
merce, Sarasota Chamber of Commerce, East Hillsboro County 
Chamber of Commerce and other companies and comporations 
listed in an appendix. That was the answer the peninsular inter- 
ests made to the formal statement of the Atlantic Coast Line and 
the Seaboard Air Line that they were unwilling to publish rates 
on the basis prescribed by the Commission unless definitely 
directed to do so by the Commission. He asked for an order 
directing compliance contemporaneously with the general class 
rate scale ordained in that case. 

Arguing on the merits of the proposition, the Florida inter- 
ests asserted that every allegation or statement of objection of the 
carriers had had due consideration; that many of the statements 
of objection were problematical, far fetched, and not deduced 
from actual conditions; that the objections were not supported by 
any showing of necessity not already presented to the Commis- 
sion; that the present basis or any basis thus far presented by 
the carriers was without question unreasonable and detrimental 
to the Florida interests and that the basis prescribed reflected a 
maximum reasonable level. 

The Southern Freight Association, notwithstanding the ob- 
jections of the Southern Traffic League and others, is proceeding 
with its plans in respect of the cancellation of less-than-carload, 
any-quantity and classification exception commodity rates. Chair- 
man Barham announced an additional hearing at Atlanta, No- 
vember 3, on paper cones and tubes. ; 

Chairman Dulaney of the Southern Classification Committee 
has wired R. G. Kreitler, chairman of the National Industrial 
Traffic League’s classification committee, that shippers unable to 
attend the hearing on the committee's special docket, to be begun 
at the Hotel McAlpin in New York City on November 7, on ac- 
count of election day disarrangements, will be heard after No- 
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vember 8. The committee is prepared, in the event of necessity, 
to continue its hearings in the week beginning on November 13. 
Hearings on that special docket will be given in accordance with 
assignments of time. Arrangements may be made with Chairman 
Dulaney by applicants who will say upon what they wish to be 
heard. By giving Mr. Dulaney notice of that sort, the time of 
those wishing to say something, and of the committee, will be 
saved. 

Charles Barham, chairman of the Southern Freight Asso- 
ciation, has sent the following to interested shippers and re- 
ceivers: 


As has been outlined in various public notices before given, 
the lines in southern territory parties to the general revision in- 
cluded in Docket 13494 are endeavoring to approach with deliberation 
the matter of cancelling in whole or in part the existing less than 
carload commodity rates. . 

A number of hearings have been held and others are scheduled. 
In addition, a general understanding has now been reached with a 
committee representing the Southern Traffic League, and a memo- 
randum is enclosed which contains it. 

This letter is written all concerned of record here that no fail- 
ure may occur in giving complete public notice, and particularly 
as it is known that many of those writing direct are not members 
of the league and may for that reason otherwise be overlooked. 

The Fourth Section Advisory Committee, in whose hands the 
subject-matter remains, renews its invitation for the public hearing 
of any item of interest to the public. 

Your attention is particularly called to the committee’s desire 
that requests for such hearings, including the list of commodities to 
be heard, shall reach us not later than December 1, with the under- 
pong ag hy hearings will continue, as may be necessary, until Febru- 
ary 1, 1 L 


The memorandum referred to 
follows: 


in the above letter is as 


By request, the executive committee conferred (Oct. 26) with a 
special committee from the Southern Traffic League, there being 
present from the league: T. M. Henderson, M. M. Caskie, H. T. Moore, 
M. M. Emmert, W. L. Thornton, J. C. Colquit and W. E. Willey. 

The purpose of the conference was the discussion of various 
phases of the 13,494 readjustment, as there is involved matters of 
general classification changes, the cancellation of exceptions to 
the classification, and the cancellation of existing less than car- 
load commodity rates. 

In the unavoidable absence of W. S. Creighton, at whose instance 
the conference was arranged, the position of the league was outlined 

T. M. Henderson in a paper read to the meeting. This paper 
will be separately reproduced and distributed that full information 
may be had of the league’s point of view. 

After the reading of this paper there followed a frank inter- 
change of opinion. In behalf of the carriers it was explained to the 
league’s committee: 

(a) That the revision of the Southern Classification heretofore 
presented by the classification committee on its public decket is 
tentative; none of the items has been predetermined; all are sub- 
ject to such change as many fairly result from an expected and de- 
sired discussion. In other words, the carriers are not committed in 
any respect; that since the preparation of this classification docket 
the immediate exigencies have changed in important particulars, es- 
pecially to the extent that in the Commission’s Third Supplemental 
Report the carriers are given present authority against Fourth Sec- 
tion departures caused by differences in classification. That the hear- 
ings conducted by the classification committee will proceed in an 
orderly manner, without undue haste, and all interests will be given 
full opportunity to be heard, but it is not expected the changes re- 
sulting from these hearings can or will be made effective simultan- 
eously with the revised class rates. 

(b) As to the cancellation of exceptions to the classification, it 
is proposed this will be made a part of the class revision and to 
the same extent that the class rates themselves are made effective, 
i. e., sO far as this may be permitted by authorities now held, and 
later as these authorities are extended; that this is not unreasonable 
or a thing not to be expected, bearing in mind that the cancellations 
proposed were fully covered by evidence presented at the hearings 
ae sides and are specifically mentioned in the Commission’s 

ndings. 

(c) As to the cancellation of present less than carload com- 
modity rates, the discussion was especially full. It was explained 
that the carriers had from the first proposed to give this feature 
careful and deliberate thought, going as fully into the separate items 
as might be found necessary; that, again, undue haste was not in- 
tended at this time or at any time, but that nothing short of com- 
plete discussion could develop the merit of an individual rate. At 
the same time, it was pointed out that the work must of necessity 
proceed; that the present situation, unaltered, would continue undue 
discriminations which, in the interest of both carriers and shippers, 
should be corrected, and which it is a prime purpose of the revised 
class rates to remedy. 

Following this discussion it was mutually agreed between the com- 
mittees that a fair solution of the present difficulties would be found 
in the following procedure, which was accordingly determined upon 
as satisfactory to both parties: 

1: The committee from the Southern Traffic League will, in be- 
half of the shippers it represents, place in the hands of the chair- 
man of the Southern Freight Association not later than December 
1, 1927, a list of the articles on which it is believed less-than-carload 
commodity rates should be continued, together with a brief state- 
ment (but not necessarily one in detail) of the reasons supporting 
this belief. At the same time, dates will be suggested for a full hear- 
ing of all the items. 

2: Following the receipt of this list the commodities named there- 
in will be placed by the chairman upon the association’s public docket 
and notice given all concerned relative thereto. 

3: Within sixty days following December 1, i. e., not later than 
February 1, 1928, the views of shippers will be given at hearings 
scheduled in accordance with the foregoing. It is understood that 
shippers will not be limited with respect to the reasons they may 
then assign. They may, as they deem proper, propose the continu- 
ance or a modification of the affected rates, or may suggest changes 
in the classification, in their opinion proper in the circumstances. At 
the same time, if they so desire, they may propose such revision 
of carload commodity rates on the items discussed as they feel 
to be necessary as part of a general readjustment. 

4: Pending the above listing and consideration the status as it 
concerns less than carload commodity rates and general changes in 
classification ratings (not, however, including the proposed cancella- 
tion of exceptions to the classification), will remain as at present. 
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Note: While not regarded as a part of the definite understang 
ing above outlined, it was understood that the tariffs containin, 
the revised class rates will be placed in the hands of shippers at 
the earliest possible date. It was thought likely this distribution 
could be made approximately November 20. It was also unders 
that the members of the league’s committee enter into the a 
subject to the approval of the league’s membership which they will 
advise and recommend. Further, that their cordial cooperation wij 
be given towards obtaining at the hearings to be scheduled that 
complete representation of persons and data necessary for a ful] and 
satisfactory discussion. 


ASKS LUMBER TRANSIT INQUIRY 


The Fir Door Manufacturers’ Association and the Inland Rp. 
pire Manufacturers’ Association in a complaint (No. 20198) fileg 
against the Abilene & Southern and other carriers, has agkeg 
the Commission to institute an inquiry on its own motion into 
the subject of milling or manufacturing in transit privileges op 
lumber throughout the United States. They ask the Commission 
to determine to what extent existing privileges accorded are yp. 
reasonable, unjustly discriminatory, unduly preferential or prejy. 
dicial, or otherwise in violation of any provision of the interstate 
commerce act; to what extent and on what terms and under 
what conditions and for what purposes and to what Classes of 
persons, and in what localities with respect to the source of 
timber supply, such privileges should or can be accorded lay. 
fully, and whether such privileges should be uniform and univer. 
sal or restricted in territorial application and diverse in charac. 
ter and whether such privileges should be confined to points at 
or near the source of timber supply within the zone of produc. 
tion and to what extent conditions prevailing in the lumber and 
lumber products industries justify the granting of such priyj. 
leges. ; 

The complaint alleges that the members of complainants’ 
associations are subjected to the payment of unduly prejudicial 
and disadvantageous rates and that defendants accord to transit 
houses in Illinois, Iowa, Minnesota, Wisconsin and South Dakota 
undue preference and advantage and the use of unreasonably low 
aggregate charges on raw material and manufactured product 
and of privileges that result in wasteful, inefficient and uneco- 
nomical transportation practices. 

Complainants say they are informed and believe and there- 
fore allege the fact to be that at Bay City and Saginaw, Mich., 
El Paso and Waco, Tex., Fort Smith, Ark., and at other points 
in the United States unknown to them, there are maintained 
divers transit tariffs, under which lumber from the Pacific coast 
states and from Idaho and Montana may be manufactured at 
such points into doors, sash, frames, and other articles, and the 
product then may be shipped out at aggregate charges for the 
transportation of the lumber inbound and the product outbound 
substantially less than the aggregate of charges that would re- 
sult from the application of the local or joint rate on lumber in- 
bound and the local or joint rate on the product outbound. The 
complainants say all such transit tariffs subject their members 
to undue prejudice and disadvantage, because the privileges 
thereby accorded are granted on the same general plan and have 
the same general effect as those accorded by tariffs covering 
transit stations in Illinois, Iowa, Minnesota, Wisconsin and South 
Dakota. 

Complainants say the whole subject of such transit privi- 
leges and the terms on which they are accorded or should be 
“igs in confusion.” Therefore, they ask that the investigation re- 
ferred to heretofore be instituted and that it be consolidated with 
the complaint herein for hearing. 


8Teement 


LAKE CARGO COAL RATES 


The Commission has declined to change the date for hearings 
in I. and S. No. 2967, the lake cargo coal case created by the 
suspension of the schedules of the southern lines making a 20 
cent reduction in the rates from southern mines to match a like 
reduction in the rates from mines in Ohio and Pennsylvania 
ordered by the Commission in the formal docket lake cargo coal 
rate case. The date is November 16. The National Industrial 
Traffic League suggested a change in the date on account of 
its meeting in Chicago November 16 and 17. Answering a tele- 
gram on the subject the Commission said it regretted that it was 
utterly impracticable to change the date fixed. It added that the 
hearing in Washington would last a week or ten days and that 
parties attending the League meeting would be able to reach 
Washington for the major part of the hearing. 


PIPE LINE STATISTICS 


The Commission has issued its annual statement on carriers 
by pipe line, prepared by its bureau of statistics from carrier 
reports for the calendar year 1926. The statement, designated 
as No. 27133, covers 34 companies. For all the companies, the fol- 
lowing totals are given: 


Miles of line operated, 72,845.98; investment in Fire lines, $539,- 
409,607; other investments, $111,890,862; cash, $6,553,049; materials 
and supplies, $14,187,705; total current assets, $92,670,345; capital stock, 
$322,433,600; unmatured funded debt, $19,995,00; total current lia- 
bilities, $21,872,877; accrued depreciation, $219,625,232; total corporate 
surplus, $129,598,619; pipe line operating revenues, $173,074,958; pipe 
line operating expenses, $83,098,075; tax accruals, $13,453,822; pipe line 
operating income, $76,523,058; net income, $80,400,863; dividends de- 
clared, $50,928,550; oil transported (barrels), 835,582,970; number of 
employes, 97,346; compensation to employes, $38,109,583. 
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THE 
HOCH-SMITH IRON AND STEEL 


The Traffic World Washington Bureau 


Attorneys for the Buffalo Bolt Company, Donner Steel Com- 

y, Seneca Iron and Steel Company, and the Wickwire-Spen- 
er Steel Corporation, in No. 17000, part 6, iron and steel arti- 
cles ask for uniform mileage rates, materially lower than fifth 
class, for application throughout Official Classification terri- 
tory, except that local rates within New England territory 
might be somewhat higher than in the balance of the territory. 
They think the scale should not apply for switching movements 
within well-defined switching districts, but that there should be 
no discretion permitted to either the carriers or the shippers 
as to the definition of such districts. Their idea is that the 
districts should be defined in the tariffs. 

“Although it is not necessary for the Commission to pre- 
scribe, by order, minimum rates as well as maximum rates, 
says the brief, “nevertheless the report should make it unmis- 
takably plain that no variation from the mileage scale will be 
tolerated except in) connection with the maintenance of reason- 
able groups, as herein indicated.” 

Reasonable origin groups, they said, should be approved 
with the distinct understanding that only fair average distances, 
and preferably weighted average distances, might be employed. 
They said there was no substantial reason for a continuance 
of the large destination groups. All the vices which had there- 
tofore operated to create undue preferences and advantages, 
they said, should be expressly condemned, including ‘“‘hold- 
downs,” unfair groupings, and origin differentials. In like man- 
ner, they said all the vices which were calculated to inflate the 
rates above the scale should be condemned, including unfair 
arbitraries at the ports (as proposed in the eastern class rate 
investigation), and inflation of the Buffalo-New York rate above 
the mileage basis. . 

It was the almost unanimous view of shippers, they said, 
that the Jones & Laughlin scale was excessive, especially for 
the longer distances, and that materially lower rates should be 
prescribed. 

Before dealing with the technical rate side of the question, 
they discussed what they called the question of public policy 
involved in the matter of making rates on commodities such 
as lumber, iron and steel, and California and Florida fruits. 
The liberal policy of the American railroads in encouraging the 
long-haul movement of freight, they said, had contributed as 
much as any other single factor in the development and pros- 
perity of the country. They said the railroads, in recent years 
had not been liberal in their treatment of iron and steel arti- 
cles. The railroads, they said, had been inclined to establish 
full fifth class rates, for which there was no color of justifica- 
tion, the lawyers said, with the result that today producers in 
the Pittsburgh district found themselves hemmed in by exces- 
sive rates and producers along the Niagara frontier found them- 
selves on the verge of bankruptcy. They said the iron and 
steel industry felt that the government, in its desire to attain 
uniformity, might establish a scale of rates that did not meet 
the reasonable requirements of the industry, and that fear, 
they said, was based, in part, upon the fact that such a scale 
had already been established by the Commission from Pitts- 
burgh and Buffalo to the west. 

The Hoch-Smith resolution, to which this investigation was 
in part responsive, contemplated, they said, the devlopment 
rather than the retardation of industry. 

Arguments against the use of mileage scales for the making 
of rates on iron and steel moving on short hauls, usually within 
industrial districts, particularly the Pittsburgh district, have 
been made in behalf of the Standard Steel Car Company and 
its subsidiaries. The Standard companies suggest that the Com- 
mission recognize the soundness of the proposition that rates 
for short hauls may be made low, in disregard of technical theo- 
ries of rate-making, for the reason that such hauls usually take 
raw materials to such plants as theirs for the production of 
articles on which the carriers will have further hauls. 

“The ‘value of service’ or ‘what the traffic will bear’ theory 
is sound and not unjustly discriminatory or prejudicial,” says 
the brief, written by Alfred S. Knowlton, a former examiner of 
the Commission who was educated in the school of the Com- 
mission. “A surcharge on passenger traffic is not unjustly dis- 
criminatory or prejudicial. It may be likened unto the perpen- 
dicular column of rates, referred to above as classifications 
and based largely on economics, business, and what the traffic 
will bear. Another example is found in commutation passenger 
fares. In large communities this practice of applying the ‘indus- 
trial rate’ is profitably applied to passenger traffic. It is not 
considered unjustly discriminatory. It does not prevent scale 
or other rates being applied generally. It is sound business the 
same as industrial rates to move iron are sound business.” The 
brief approves the theory used in making short-haul steel rates 
in C. F. A. territory, which are also called industrial rates. 
Mileage scales as a panacea, the brief says, are apt to be dis- 
torted attempts to reflect costs. Scales, it says, may be likened 
to horizontal arrangements of rates, and classifications to per- 
pendicular. 
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The brief contends that the present short-haul rates are high 
enough and that to increase them will be to force plants that 
are not self-contained to move, quit business, or to become self- 
contained. Application of mileage scales, without recognition 
of the industrial groups and the making of low rates within them, 
the brief suggests, would disrupt industry, as now organized. 
Why go to the extreme swing of the pendulum at this time (by 
the making of rates on mileage) merely to be forced back into 
a more sound position after damage has been done, the brief 
wants to know. It says the writer cannot believe the Commis- 
sion will make such a mistake. 

The brief asserts the short-haul rates, also called inter-plant 
rates, are now bearing their full share of the burden and to 
increase them would be contrary to the spirit of the Hoch-Smith 
resolution. An increase, the brief asserts, would destroy rather 
than encourage industry and that most of the carriers and ship- 
pers recognize that fact. Consideration of the economic condi- 
tion of commerce and industry by the Commission, the brief 
says, is in line with the thought in the resolution. A further 
assertion is that the rates in the Pittsburgh district are fast 
approaching the point where the traffic will not move. The 
Hoch-Smith resolution, the brief says, does not contemplate 
changes to wipe out industries but rather to preserve them, 
hence the argument against disturbance of them. 

The short-haul or industrial district phase of the subject, the 
brief said, was not presented by the majority interests at the 
hearings. It said the majority interests were more interested 
in watching each other and often had little or no short-haul or 
inter-plant interest, because many of their plants were self- 
contained, as distinguished from the small producers, fabricators 
and shippers. The brief said that the Commission had to real- 
ize that there was a vast interest made up of many small fab- 
ricators and shippers, most of whom were not present, and did 
not have traffic organizations adequately to present their case. 


“Many of the small shippers doubtless are totally unaware 
of the scope of this proceeding, although it is possible, we believe 
hardly probable, that such an order could be entered as to force 
them into bankruptcy,” says the brief. Throughout it seems 
to be trying to emphasize a thought that the Commission should 
watch its step and not be led into a costly economic error, by 
paying attention to the arguments for uniformity, instead of 
thinking how to make rates that would assure the movement 
of traffic, simply because the latter might be difficult and the 
other comparatively easy. 


The National Malleable and Steel Castings Company said 
the basis of rates on cast iron foundry annealing pots should not 
be higher than that concurrently applicable to ingot molds. It 
said that annealing pots should not have been included in this 
investigation. 


The Cleveland Chamber of Commerce said that the Com- 
mission should find the present rates between Cleveland and 
short-haul territory in Ohio were just and reasonable and should 
not be advanced. It further said the rates between Cleveland 
and long-haul territory throughout Official Classification territory 
should be made upon the same rate base as was concurrently 
maintained from the Pittsburgh and Mahoning and Shenango 
valley groups and should be the same in amount for equal 
distances. 


The United States Cast Iron Pipe & Foundry Company and 
others having plants in Alabama, Tennessee and Ohio, and east- 
ern manufacturers of cast iron pipe said the Commission should 
find that the commodity rates now established on cast iron pipe 
were not unreasonable, were not included in this general in- 
vestigation and that no change should be made in existing rates. 


The Detroit Board of Commerce, Lansing Chamber of Com- 
merce, Saginaw Board of Commerce, Bay City Board of Com- 
merce, Battle Creek Manufacturers’ Association, Albion Chamber 
of Commerce, Jackson Chamber of Commerce, Pontiac Board 
of Commerce, Greater Muskegon Chamber of Commerce, Flint 
Chamber of Commerce, Port Huron Chamber of Commerce, 
Manufactturers’ Traffic Bureau of Benton Harbor and St. Joseph, 
Mich., and Michigan Manufacturers’ Association said that while 
Michigan industry, for a long time, had been penalized with 
rate zones in the application of class rates, that condition had 
never prevailed as to either Commission-made or carrier-made 
commodity rates and that therefore such rates had no place in 
this investigation. They asserted that, as the iron and steel 
articles in this proceeding were particularly competitive, and 
primarily raw materials, they were entitled to commodity rates 
lower than class rates; that the “what the traffic will bear” 
theory was a false one and that the theory of commodity rates 
on articles for further manufacture was equally false, resulting 
in favoritism to some and harm to others and therefore having 
no place in this proceeding. They said that Michigan industry 
had for a long time and was now suffering from a violent case 
of unjust discrimination and undue prejudice. They said a scale 
based on distance should be prescribed so as to recognize all 
the characteristics of the transportation service and be fair to 
all users. They said groups of origin and destination had .no 
place in the making of iron and steel rates and that the rates 
should be on a point to point basis, with distances computed 
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via the shortest routes via which traffic could be moved without 
transfer of lading. 

Complainants in No. 19498, Barry Manufacturing Co. et al. 
vs. Alton & Eastern et al., which is included in the general 
inquiry, ask for a finding that rates from Chicago, Peoria, Mil- 
waukee, St. Louis and points taking the same bases, to Muscatine, 
Ia., are violative of the first three sections of the interstate 
commerce law and that the carriers be required to restore the 
relationship that existed prior to June 22, 1926. 

The East Side Manufacturers’ Association and others speak- 
ing for East St. Louis manufacturing interests, said that, on 
account of what was shown in the record that the short-haul 
iron and steel rates might be relatively somewhat higher than 
the long-haul rates, they submitted a scale they thought should 
be used. 

Alan Wood Iron & Steel Co. and other eastern mills took 
the position that rates on iron and steel from eastern mill points, 
and particularly those in the Philadelphia district, to Trunk Line, 
New England and Central Freight Association territories were 
not depressed or preferential to the eastern mills and preju- 
dicial to the middle district, particularly Pittsburgh mills. On 
the contrary, they asserted the rates were higher, relatively, 
than rates from Pittsburgh for equal distances. They opposed 
Pittsburgh proposals, also those for application to New York 
harbor and in part of Philadelphia. Every proposal made for 
Pittsburgh and other western mills, they said, was designed to 
deprive the small eastern mills of their one advantage—that of 
geographical location by means of unreasonably low long-haul 
rates. The eastern mills said the Pittsburgh proposals had but 
one purpose—to place Pittsburgh, Wheeling, Youngstown and 
Buffalo products in the markets of the eastern mills, supplant- 
ing their products ton for ton, and to do so by preferential rates 
from the middle district mills. 

Two briefs for the American Bridge Company and other sub- 
sidiaries of the United States Steel Corporation deal with what 
they call the domestic rate situation and the New England 
situation. The one dealing with the New England situation was 
filed particularly for the American Steel and Wire Company. 
The first mentioned advocated a scale, set forth in an appendix, 
as a fair, just, and reasonable basis of rates to be applied gen- 
erally throughout the Official Classification territory. Rates so 
made, the brief says, will foster, protect and control the move- 


ment of steel products, with appropriate regard for the welfare | 


of those immediately interested and of the public at large. The 
wire company brief advocates that same scale, inflated 10 per 
cent, for use in New England. 

Mahoning and Shenango valley interests said the short-haul 
rates both intradistrict within the valleys, and the rates from 
points within to points without the district, were relatively too 
high, as compared with similar rates in the Pittsburgh and 
Chicago districts, and from those districts to points outside 
thereof. They assert that the valley rates should be reduced 
to a basis comparable with the rates in the Chicago and Pitts- 
burgh districts. The long-haul rates, they assert, are relatively 
too high and prejudicial to the valley producers. They advocate 
use of a scale presented by them and placing the valleys, east- 
bound, on a basis of 2 cents over Pittsburgh. Westbound they 
ask for 2 cents valleys under Pittsburgh and 3 cents from Cleve- 
land and Canton-Massillon under Pittsburgh, to points west of 
the Sandusky-Galion line. They advocate reasonable sized 
groups of origin and destination groupings. They asked for the 
separation of the valleys from the balance of the 66% per cent 
group with the valleys treated as a separate group on eastbound 
traffic to Trunk Line and New England territories, the same as 
today, on westbound traffic to C. F. A. 

Illinois Rate Committee lines said that, having, as late as 
May 29, 1926, readjusted their rates in accordance with the 
decision in the Jones & Laughlin case, 96 I. C. C. 682, they 
did not offer testimony as to the level of rates. Instead they 
confined themselves to a discussion, of the contention of Jones 
& Laughlin, made in No. 18548, Jones & Laughlin Steel Cor- 
poration vs. Alton & Eastern et al., that the rates fixed in the 
Jones & Laughlin case were on too high a level and that the 
rates published by the Illinois lines, in purported compliance 
therewith, still unduly preferred the Chicago competitors of 
the Pittsburgh complainant. The Illinois lines contended, in 
their brief, that they had substantially complied with the find- 
ings in the pivotal case and that those rates did not unduly 
prejudice the complainant. 

New England lines, in I. and S. No. 2890, also made a part 
of the Hoch-Smith iron and steel investigation, asked that the 
schedules under suspension be allowed to go into effect, at the 
earliest possible moment. They also asked that the Commis- 
sion find that the classification basis was the proper maximum 
basis for rates on iron and steel to and from New England and 
other territories. 

The Highland Iron & Steel Company said the present ad- 
justment, ‘Terre Haute-Chicago, on the one hand, and Chicago 
Heights to Chicago, on the other, had been in effect for more 
than twenty-five years. It said the relationship should not be 
ee without impelling reasons and that such reasons did 
not exist. 
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The Louisville Board of Trade said the record was com- 
plete with testimony justifying a more reasonable basis than 
fifth class where that basis was now in effect. It said it had 
pointed out the evils of that adjustment as it affected Louis. 
ville. It said a uniform basis of reasonable rates treating aj 
shipping and receiving points alike was required to eliminate 
preference and prejudice. 


Akron, O., interests, represented by the Chamber of Com. 
merce and many named shippers, said the rates from the Pitts- 
burgh district to Akron, Barberton, and Cuyahoga Falls should 
be established on a basis not exceeding the rate to Canton and 
Massillon by more than half a cent. 


The Holland, Mich., Chamber of Commerce and other Hol. 
land interests ask for rates from Pittsburgh, Buffalo ang 
Youngstown on a basis no higher than other C. F, A. points 
instead of the present basis which is higher on account of 
inflated mileages. Holland points out that Michigan roads, in a 
financial sense, are better off than other C. F. A. lines but that 
it is asking no lower rates than the rest of C. F. A. on that 
account. Whatever scale may be adopted, it suggests that the 
Disque rate of progression be adopted because, in Holland’s 
opinion that is the best yard stick at hand. 

The Andrews Steel Company and other Cincinnati iron 
and steel companies assert that the iron and steel rate struc. 
ture in Official territory should be based on a mileage scale of 
uniform application, both maximum and minimum, the only 
exceptions being such as may be made by the Commission on 
account of particular hardship; that the Jones & Laughlin scale 
is not such a scale; that transportation conditions in the Cin- 
cinnati district do not warrant higher rates than in other parts 
of Official Territory; that fifth class is not proper but that the 
scale should be a commodity scale wholly disassociated from 
the fifth class; and that the present lack of uniformity results 
in undue prejudice to Cincinnati iron and steel industries. 


Chicago steel interests, in a brief signed by the Inland 
Steel Company and others, advocate use of the Jones & Laugh- 
lin scale. It will neither burden nor subsidize any movement 
for any distance, but will require all to pay their way, they 
say. The conclusion in the Chicago brief employs unusual 
language. Abolition of the “Pittsburgh plus” basis of selling 
iron and steel, it contends, caused this struggle over rates, 
which it asserts is an economic one. 


“One great Pittsburgh producer is seeking to invade the 
Illinois district,” declares the brief. “Another is seeking to 
invade the east. Were Pittsburgh plus in effect today this 
struggle would never have taken place, for under that system 
the entire country was Pittsburgh’s home market. Pittsburgh 
plus built the tremendous production capacity that Pittsburgh 
boasts today and its abolition has left Pittsburgh with a sur- 
plus production for which it has no legitimate market. Ac- 
cordingly it is seeking a rate adjustment that will permit it to 
invade the legitimate markets of others. That should not be 
permitted. In remaking the admittedly unlawful rate structure 
of central territory the Commission should promulgate a scale 
that will fully reflect and accurately measure the service ren- 
dered for every shipper—the nearby shipper selling in his own 
market and the distant shipper striving to sell in another’s. 
The J. & L. scale accomplishes that purpose. It was made and 
promulgated by the Commission in a case involving this very 
question of short-haul and long-haul competition, has since 
been extended by the Commission, and has been adopted by 
the state commission of Indiana. The greater part of central 
territory has been living under it for several years, and it 
meets, with justice and equity to carriers and shippers alike, 
every problem presented by this investigation.” 


The Jones & Laughlin Steel Corporation, the Wheeling 
Steel Corporation and the Weirton Steel Company ask for a 
modification of the J. & L. scale, about which the first men- 
tioned filed its formal complaint No. 18548. They assert that 
that scale is an extreme departure from any other rate basis in 
Official territory. They contend that iron and steel should be 
subject to rates graded for length of haul in accordance with 
other rates in Official territory and declare they know of no 
more reliable test than the rate of progression of fifth class. 
Fifth class rates, however, they declare, are unreasonable for 
iron and steel; that the commodity rates westbound from New 
England to C. F. A. are unduly prejudicial to Pittsburgh district 


shippers; and that the Pittsburgh group should not be broken. 


The Bethlehem Steel Company, describing itself as the 
“largest independent producer of iron and steel articles in the 
United States,” said its basic position was that it did not seek 
a general reduction in the level of rates but that it did protest 
at the many instances of undue prejudice to which the present 
adjustment subjected it. It said it advocated a comprehensive 
revision of relationships upon a basis which would accurately 
reflect the natural advantages and disadvantages of each pro- 
ducing point. For purposes of comparison of relationships it 
used the J. & L. scale, not because, as it said, it subscribed to 
it as finally proper or as doing full justice to short hauls as 
compared with long hauls, but because it was the only existing 
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scale which had the sanction of the Commission for use on 
jron and steel in any major portion of the territory involved. 

Eastern Trunk Lines proposed adoption of the scale they 
put into the record in the eastern class rate case as the solution 
of the question as to what should be done with the iron and steel 
rates. They said it met all the requirements. The carriers said 
the record justified no changes that would result in the reduc- 
tion of their revenue and that if the revenue were reduced by 
reductions on agricultural products, live stock or any other 
commodities, the iron and steel rates were among those which 
would have to be increased. They said the Hoch-Smith resolu- 
tion, contrary to the view expressed by some shippers that it 
meant reduced rates, required the Commission to consider indus- 
trial conditions insofar as it could legally do so, in adjusting 
rates “to the end that commodities may freely move.” 

Central Freight Association Lines advocated the Disque 
scale fifth class rates for intra-territorial application. For inter- 
territorial application they advocated fifth class from C. F. A. 
to Trunk Line and New England territories upon a continuation 
of the present method known as the McGraham formula. They 
criticized the J. & L. scale, prescribed by the Commission be- 
cause of its low level on the short hauls. 

The United States Steel Products Co., a subsidiary of the 
United States Steel Corporation, confined its brief to the pro- 
portional rates on finished articles when shipped from the va- 
rious producing districts to north Atlantic ports, for export, the 
company being the seller of the parent company’s products in 
foreign markets and on the Pacific coast of the United States. 

The Pittsburgh Chamber of Commerce pointed out clashes 
in rates due to a lack of uniformity. It said that whatever basis 
for rates was prescribed it should be so applied as to give Pitts- 
burgh equitable relationships with other producing points. 

“Cast Iron Producers” said that on account of the low value 
of their product pipe should not be charged on the same basis 
as other iron and steel articles. 

B. Nicholl & Co., an intervening seller of cast iron pipe 
and cast iron pipe fittings from Boston, New York, and New 
York lighterage points into New England and particularly points 
on the New Haven, said that the evidence in this case clearly 
warranted and justified materially lower rates on cast iron pipe 
and fittings over the New Haven than now existed. Arthur B. 
Hayes, their attorney, said he appreciated that this particular 
situation was contained in a voluminous general record, but that 
the object of his brief was to segregate it as far as possible from 
the general investigation and direct special attention to the 
particular proof showing the rates over the New Haven to be 
exceedingly unjust and unreasonable. 

The American Rolling Mill Co. directed attention to the situ- 
ation against which it had filed two complaints, No. 18667, 
American Rolling Mill Co. vs. Pennsylvania et al. and a like com- 
plaint, No. 4351, Same vs. Same, before the Ohio commission, 
on account of rate disruption caused by what it claimed was the 
purported compliance of the railroads with the decision in the 
Jones & Laughlin case. It said that if for any reason a uniform 
system of rates for application throughout Official territory was 
not prescribed, it was entitled to a decision by the two commis- 
sions which would satisfy its complaints. 


Follansbee Brothers Co. asserted that the present adjust- 
ment of rates in the Steubenville, O., group to destinations within 
200 miles was inconsistent and unfair; that the Steubenville 
group should be treated as a separate origin group to short- 
haul destinations, and others of about 150 miles distance; that 
the present fifth class basis was too high; that the Commission 
should give favorable consideration to the Coakley scale, sub- 
mitted in behalf of the United States Steel Corporation, as being 
one solution of the chaotic condition existing in iron and steel 
rates for the past ten years; and that intermill rates in the 
Steubenville group should be on the same relative basis as rates 
in other industrial districts. 

The West Virginia Rail Co. said that if the Commission 
found that the reasonable method for making rates should be 
a mileage scale, it should be applied from all producing points 
alike, including Huntington, W. Va., and the southern Ohio 
group, and from all producing points alike, mile for mile, to the 
destination territory. That, it said, would cure the present preju- 
dicial and preferential conditions. 

The Cumberland Steel Corporation said it submitted that 
the present chaotic adjustment of rates from Cumberland, Md., 
westbound, was never intended to be permanently maintained by 
the carriers and that it was to their interest to restore the time- 
Sanctioned differential adjustment of 1.5 cents, Cumberland over 
Pittsburgh. 

The Central Alloy Steel Corporation asked for rates ma- 
terially lower than fifth class; discontinuance of large destination 
groups; prescription of smaller destination groups; condemna- 
tion of the “hybrid” grouping of Canton and Massillon, O., and 
other 71 per cent territory; expressed preference for the restora- 
tion of the differential adjustment of Canton over or under 
Pittsburgh, or, in the alternative, the adoption of the Coakley 
or United States Steel Corporation scale for uniform application 
within Official territory with higher rates for movements wholly 
within New England; reasonable and properly related origin 


THE TRAFFIC WORLD 











1033 





and destination groups; and continuance of inter-plant “traffic- 
breeder” rates. It said the Jones & Laughlin scale was too high 
and that no double minima or a split commodity list should be 
prescribed. 

The Motor Wheel Corporation, in No. 19066, Motor Wheel 
Corporation vs. Alton & Eastern et al., one of the formal com- 
plaints put into the general investigation, asked for treatment 
the same as that had been accorded to receivers and shippers 
of iron and steel articles in the actual territory of the Jones & 
Laughlin case and the territory contiguous thereto, for shippers 
and receivers in Michigan, and for reparation. 

The Kinney Steel Company asked for a scale based on the 
J. & L. scale, for general application, distance scale rates to 
begin at the switching limits; confinement of the grouping prin- 
ciple to narrow limits fixed by the Commission, and correction 
of unjust discrimination resulting from the limited application 
of the J. & L. scale. It said that short-haul rates should not be 
left to the bargaining of carriers and shippers. 

The Jamestown, N. Y., Chamber of Commerce claimed that 
the present situation in regard to Jamestown rates violated the 
first three sections of the act and asked its correction. The 
chamber also said it felt that fifth class rates were too high. 


VAN SWERIN GEN PLAN ARGUMENT 
The Traffic World Washington Bureau 


The Commission heard oral argument November 1 and 2 
on the applications of the Chesapeake & Ohio for authority to 
acquire control, by purchase of stock, under paragraph 2 of 
section 5 of the interstate commerce act, of the Erie and Pere 
Marquette railroads, and for authority to issue approximately 
$59,000,000 of additional capital stock. 

Herbert Fitzpatrick, vice-president and general counsel of 
the C. & O., made the opening argument in support of the 
applications. Referring to the legislative history of paragraph 
2 of section 5 of the act, he said “it was in effect an invitation 
to the carriers to begin a great constructive work for the benefit 
of the country.” 

Incidentally pointing out that under options given by the 
Van Sweringens, the C. & O., as compared with market prices 
now of the stock involved, would have a profit of “many millions 
of dollars,” Mr. Fitzpatrick said that, coming to the outstanding 
question. of “public interest,” the Commission should first con- 
sider “the breadth of this question.” 

“It cannot look solely at the interest of any particular carrier 
or any particular state—it must look at the welfare of the entire 
section served, and in connection with this the Commission must 
take into consideration as bearing upon the question of public 
interest that no state, no municipality, no civie club has pro- 
tested here, although the lines of the proposed group ramify 
through ten states, reach the District of Columbia, and touch 
Wisconsin in the far northwest,’ said he. “This in itself is 
striking proof of the fact that, so far as the people are concerned 
who live in the various states through which these lines run, 
they are satisfied and that they believe that this unification is 
in the public interest.” 

Pointing out that the C. & O., the major carrier in the group, 
had 2,651 miles of line; that the Hocking Valley, controlled by 
the C. & O., was 349 miles long; that the Pere Marquette was 
2,287 miles long, and that the Erie would give the system port 
connection with New York, Mr. Fitzpatrick said it was apparent 
that the system as proposed “will ramify throughout that section 
which lies east of the Mississippi and on to the Atlantic coast.” 

“The value of its total assets will be, in round figures, 
$1,310,000,000, and its corporate surplus will be $228,000,000,” 
said he. “These are the great properties which are to be put 
together and welded into a single system, and a mere glance at 
the map is sufficient to show how one of them fits into the other, 
making out of the composite whole a machine for transportation 
not surpassed by any in that territory.” 


Mr. Fitzpatrick said the C. & O. group would compete with 
the Baltimore & Ohio, the New York Central and the Pennsyl- 
vania at Chicago, Louisville, Cincinnati, Columbus, Toledo, Cleve- 
land, Akron, Youngstown, New Castle and New York. He said 
it would compete with the B. & O. at more than twenty points, 
with the N. Y. C. at more than twenty-five points, and with the 
Pennsylvania at more than twenty-eight points. He said that 
that would guarantee the keenest competition and the best 
service to the individual living in the section served. 

“Not only does this competition indicate service to the 
public, but if the property investment and the gross earnings 
and the net income and the total mileage of these three com- 
panies be compared, it will be apparent that the systems are 
almost on a parity, the proposed group ranging not less than 
third in any comparison made with the others, whether of mile- 
ages, or of earnings, or of property investment,” said he. 

Mr. Fitzpatrick discussed the necessity of the C. & O. and 
the territory served by it of obtaining additional outlets and 
new markets, and how the proposed grouping would meet those 
needs. He referred to economies in operation that would fiow 
from the grouping and estimated the savings at $2,750,000 a year, 
without taking into consideration many of the savings “which 
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are generally admitted to come along with community of owner- 
ship.” 

“As a result of this economy,” said he, “the cost of trans- 
portation will be to that extent made less and, if it be not pos- 
sible to decrease rates, it is certainly true that rates will not 
be increased, but will be rendered more stable, and this means 
protection to the shipper in the future. Out of it all, however, 
will come that much desired thing, the thing of greatest interest 
to this Commission, the thing of greatest interest to the indi- 
vidual, the thing most important here and the thing of most im- 
portance in the public interest, and that is ‘improvement in 
service.’ There will be greater efficiency in handling cars. The 
system will be strong enough to protect rates. There will be 
a minimum of car diversion. There will be no‘ necessity for 
piling up immense stocks of goods. There will be new routes 
created which will open up new sections of the country and 
offer to the individuals in them better and improved service. 
The proposed system touches other railroads in this territory 
at 299 places. And, not to be overlooked, will be the develop- 
ment of the great port of Hampton Roads, because the system 
as proposed will have connection not only with New York, but 
the lower and more central port, which has adequate facilities, 
as is attested by the fact that it is now handling the heavy ton- 
nage of the Norfolk & Western, Chesapeake & Ohio, and Vir- 
ginian railways, and has ample capacity to take care of all of 
the business that may be brought to it by reason of the putting 
together of these lines into a single group or system. 

“There is no standard which has been set up by the Com- 
mission by which to measure public interest which can be ap- 
plied to this situation and under which it will not be found to 
measure up to the fullest extent. Channels of trade are main- 
tained, new channels of trade are opened, economies result and 
competition is kept alive and strengthened. The purpose of the 
act declares that if the proposed acquisition shall be in the 
public interest then it becomes within the power of the Com- 
mission to approve this acquisition, upon such terms and con- 
ditions as it may deem reasonable. It is submitted that there 
can be no doubt but that the interest of the public will be served 
by the grouping proposed.” 

In the course of the argument, when Mr. Fitzpatrick referred 
to the Commission having rejected the original Nickel Plate plan 
because of objection to the financial structure, Commissioner 
Aitchison pointed out that of the eight commissioners who had 
participated in that case, four were not convinced that the plan 
was in the public interest. 

Granville Curry, of counsel for the C. & O., argued in sup- 
port of the financial aspects of the proposed plan. He submitted 
figures to show that the applicant would make profits by acqui- 
sition of stock of the Erie and Pere Marquette on the terms pro- 
posed. As to acquisition of Pere Marquette stock from the 
Nickel Plate, the option on which had expired, Mrr. Curry said 
the C. & O. was asking the Commission to permit it to acquire 
that stock at a priec to be fixed by the Commission. 

Objection to the control application was made by Thomas 
B. Gay, of counsel for the protesting C. & O. stockholders, on the 
grounds that the proposed acquisition of control was not in the 
public interest and that the terms and conditions were not 
just and reasonable. He argued that the application asking 
authority to issue stock should be denied because the object 
of the issue was to provide funds for the purchase of Erie and 
Pere Marquette stocks. 


Mr. Gay said if the proposal was a financial speculation, as 
the opposition believed it to be, the primary object of which was 
to preserve and extend the stock control of the C. & O., Erie 
and Pere Marquette properties by the Van Sweringens without 
cost to them, “it is not in the public interest.” He said the 
transportation act was not intended to promote means for stock 
manipulation. 

Large charts were set up by Mr. Gay for reference in con- 
ne¢tion with his discussion of the financial aspects of the pro- 
posed control. He contended that acquisition of the stock of the 
Erie and Pere Marquette would cost a great deal more than he 
said the record indicated the stock would cost. He referred to 
figures to support his contention that the C. & O. now owned 
or had options on stock of the Pere Marquette that represented 
only 7.73 per cent of the total stock of that company. He also 
said Erie stock owned or optioned by the applicant amounted 
to 43.5 per cent of the total stock of that company. He con- 
tended that the applicant should put before the Commission a 
financial plan indicating how it expected to acquire control of the 
Erie and Pere Marquette. 

H. W. Anderson, chief counsel for the protesting minority 
stockholders of the C. & O., charged that the proposal involved 
manipulation of securities by the Van Sweringens and that it 
was a speculative enterprise. He contended that the plan, from a 
transportation standpoint, was not in the public interest. 

A special investigation of the stock transaction of the Van 
Sweringens by the Commission was asked by Mr. Anderson in 
his concluding argument. 

Moultrie Hitt, as counsel for eight short line railroads that 
connect with the C. & O., Erie or Pere Marquette, asked that 
the Commission, in the event of approval of the application, 
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attach a condition providing for inclusion of the short lines jy 
the group on fair and reasonable terms. Mr. Hitt did not thin, 
that the proposal of the C. & O. to take over short lines later 
when unification of the C. & O., Erie and Pere Marquette woujq 
be effected was sufficient to meet the situation. George 7 
Graham argued on behalf of inclusion of the Big Sandy ¢ Ken. 
tucky River in the proposed system. 


MERGER PLANS DISCUSSED 
The Trafic World New York Burea, 


Substantial agreement between Leonor F. Loree, president 
of the Delaware & Hudson, and the heads of the other great 
trunk lines, was reached October 28 as a result of a conference 
lasting the greater part of the day in the offices of W. W. Atter. 
bury, president of the Pennsylvania. 

The conference was the first held on the question of eastern 
consolidation since last spring. It was attended by Daniel wi. 
lard, president of the Baltimore & Ohio; J. J. Bernet, president 
of the Erie and spokesman for the Van Sweringen brothers; Pat. 
rick E. Crowley, president of the New York Central; Genera] 
Atterbury, and Mr. Loree. This is the second meeting attendeq 
by Mr. Loree and the first in which he joined as a full fledged 
member of the negotiating group. 

The progress made was indicated when it was learned that 
another conference has been called to meet two weeks later, At 
this meeting further discussion will be had of ways and means 
of reaching a generally accepted plan for apportioning the re. 
maining smaller lines among the big trunk line companies. 

It was stated in quarters close to the negotiating presi- 
dents that the meeting was held in response to representations 
from the Commission to the effect that the railroad executives 
should get their merger plans into shape before the meeting of 
Congress in December. The Commission is eager to avoid its 
present legal obligation to prepare a general consolidation plan, 
as it has stated in its annual reports, and the preparation of a 
plan by the railroad executives themselves would result in a 
scheme worked out from the ground up, instead of being im- 
posed on them. 

The meeting was marked by harmony. When these meet- 
ings began two years ago they included only the New York 
Central, Baltimore & Ohio, and the Van Sweringens. Now they 
include the Pennsylvania and Mr. Loree as well. Since the 
meetings started, furthermore, the consolidation problem has 
been considerably simplified by the absorption of such inde. 
pendent lines as the Western Maryland by the Baltimore & Ohio 
and the Wheeling & Lake Erie by the New York Central, Balti- 
more & Ohio, and the Van Sweringens. 

One of the developments was the demand made by the Balti- 
more & Ohio that it have the Reading and the Jersey Central. 
To this no cbjection was made, not even by the Pennsylvania, 
which, it was disclosed, was aligned with Mr. Loree. 

_ The conference primarily covered the ground gone over 
before the meetings lapsed six months ago. At the next meeting 
it is likely that the Northeastern lines will be considered, after 
which the allocation of the Chicago & Eastern Illinois, the Alton 
and others will be taken up. 


The proposed lease of the Buffalo, Rochester & Pittsburgh 
to the Delaware & Hudson and the granting of trackage rights 
over the Pennsylvania to connect the two roads were not dis- 
cussed. When the proposal of Mr. Loree to lease the Buffalo, 
Rochester & Pittsburgh was denied by the Interstate Commerce 
Commission, primarily on the ground that there was no physical 
connection between that road and the Delaware & Hudson, Mr. 
Loree sudderly turned up with trackage rights over the Penn- 
sylvania filling in the 263-mile link between the two carriers and 
disclosing definitely, to the surprise of the other eastern carriers, 
that the Pennsylvania and Mr. Loree were working hand in 
hand, and the fifth trunk line plan fostered by Mr. Loree became 
more probable. More than 80 per cent of the stockholders of 
the Buffalo, Rochester & Pittsburgh and the Delaware & Hud- 
son have approved the lease, and its approval by the Commis- 
sion, as well as of the Pennsylvania trackage rights, is expected. 

The discussions did not materially affect the Van Sweringen 
interests. They control their properties and are operating them. 
If the Pennsylvania had brought up its recent demand, which 
received wide publicity, that in working out the eastern trunk 
line situation it wanted a line west of Buffalo to Detroit along 
the Lake Erie shore, undoubtedly the discussion would have been 
spirited. This would virtually mean that the Pennsylvania 
would ask half of the Nickel Plate or a parallel line. Such a 
result would mean a blow to the New York Central. 

The Lackawanna, it is asserted, is desired by the New York 
Central, although Mr. Loree is understood to be a large stock- 
holder of the former road. So far, however, there appears to 
be no definite scheme for the acquisition of the Lackawanna, 
which is now in a more favorable position to be disposed of 
since the segregation of its coal assets, through the formation 
of the Lackawanna Securities Corporation. 

The Lehigh Valley, now a Loree road, will prove valuable 
to the Pennsylvania, providing trackage facilities from central 
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Pennsylvania to New York, and should the Lackawanna be 
acquired an outlet to the Atlantic would be available for the 
Pennsylvania. 

The position of the Wabash is now a matter of concern. 
The Loree interests have been reported as recent active buyers 
of that stock, and in some quarters it is claimed that the Penn- 
sylvania holdings, together with those of Mr. Loree and the 
pankers for the two roads, comprise virtual control. 


CHICAGO SWITCHING CASE 
The Traffic World Washington Bureau 


The Commission has assigned the Chicago switching cases 
for hearing at Chicago, January 11, at the Great Northern 
Hotel, before Commissioner Campbell and Examiners Faul and 
Wilbur. The cases so denominated are No. 19610, the Commis- 
sion-initiated inquiry, I. and S. No. 2900, switching rates be- 
tween points in the Chicago and Chicago Heights districts, and 
No. 20006, Illinois Slag and Ballast Company vs. Chicago, West 
Pullman & Southern et al. These hearings were set for the 
time mentioned regardless of the fact that tabulation of data 
will not be completed for about sixty days. The Commission 
has ordered carriers tabulating data to furnish copies of the 
tabulations to all interested parties not later than January °. 
It has advised any party desiring tabulations to apply to C. W. 
Galligan, chairman of the Illinois Freight Committee. 

Assignment of the Chicago switching cases for hearing on 
January 11, ahead of the completion of the compilation of data 
the Commission required the carriers to gather, was made be- 
cause of the long period of time that had elapsed since the ques- 
tion of the reasonableness of the switching rates was first 
brought to the attention of the Commission. In announcing the 
assignment the Commission said it was important that the pro- 
ceeding be set for hearing without further delay. 

Delay has been due to the fact that after facts were gath- 
ered, by field work, from the Indiana Harbor Belt, Baltimore & 
Ohio Chicago Terminal, Belt Railway of Chicago, Elgin, Joliet 
& Eastern, Chicago & North Western, Pennsylvania, Burlington, 
and Milwaukee, it developed that the results obtained from field 
work on those railroads would not be sufficiently representative 
of the entire switching movement in the Chicago district. There- 
upon a further study was made in the period, October 19-25, 
which included the following lines, as well as a further study of 
the Pennsylvania: Illinois Central, Rock Island, Chicago Short 
Line, Chicago & Illinois Western, Chicago, West Pullman & 
Southern, Illinois Northern and Pullman Railroad. 

The Commission said it was understood that it would take 
the railroads about sixty days to compile the data gathered by 
the studies mentioned. It decided, however, that it was advis- 
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Here Are Some of the Facts: 


“I wish to take this occasion to write you that I have recently 
obtained another salary increase, which I attribute in a large 
part to the training I received from the College of Advanced 
Traffic; in fact, my salary has been increased 70 per cent since 
the time I entered your school. This training has not only bene- 
fited me in a financial way but has been of great help in making 
my daily work easier and assisting me to express myself better in 
traffic terms than before.’”’ I. M. KILEY, CHIEF CLERK, CHICAGO. 













“I have just returned from Chicago appearing before the Com- 
mission in a matter involving an increase in rates that would 
amount to $35,000 per year, and wish to say that I was successful 
in having these rates placed on their original basis, thereby sav- 
ing this company $35,000 per year. My efforts in this case were 
due to my previous training with your school in your pre-legal 
traffic work, and can say that the experience I gained while at- 
tending your class was of great assistance to me in this case.” 
R. H. HEINECAMP, TRAFFIC MANAGER, DANVILLE, ILL. 


“I wish to assure you that I have more than received value 
for the money paid in taking this course and shall take pleasure 
in recommending it to others as I have already done. There is 
no doubt in my mind that it is far superior to any other course 
on traffic management that I have seen, and I have either taken 
-. = —— all.” L. L. BLACKMON, RATE CLERK, AT- 
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able to go ahead with arrangements for holding the hearing with- 
out waiting for completion of the compilation, hence the arrange- 
ment for distribution of the compilation, by the carriers, to 
parties in interest not later than January 2. That arrangement, 
it was figured, would save the time of all parties at the hearing. 


N. Y. C. VALUATION PROTEST 


The New York Central Lines have filed a brief with the 
Commission in support of their protest against the tentative 
valuation of their properties in Valuation No. 1022 and other 
dockets. They said ‘the objections to the Commission’s methods 
and results might be summarized as follows: 


(1) The definition of the term depreciation, adopted by the Com- 
mission, is not authorized by the Supreme Court decisions cited in 
the Texas Midland case. Late decisions of the Supreme Court posi- 
tively disapprove the definition. 

(2) The methods, rules and principles adopted by the Commission 
in ascertaining depreciation involve large measures of assumptions; 
first in the synthetic process of ascertaining cost of reproduction new 
and then reflecting and modifying that cost in the further synthetic 
process of applying depreciation precentages. 

(3) The depreciation to be ascertained is the actual depreciation 
of the existing property, not the assumed depreciation of the hypo- 
thetical analogue of the existing property. This depreciation can 
only be ascertained by an inspection of the actual property and a 
study of its records. The depreciation to be ascertained is the im- 
pairment of the investment in the physical plant or loss of value 
due to the failure of the owners to make the expenditures for repairs, 
renewals and replacements of parts when such replacements were 
due and economically justified. 

(4) Value as a going concern is not ascertained when the cost of 
assemblage of the parts in place at prevailing prices is determined. 
This is not a going railroad. It is merely a construction cost at 
going prices. The contrast with scrap value is wholly fallacious. 
Railroads were not built t6 be scrapped. The Commission is not di- 
rected to ascertain “scrap’’ as an element of value, either by the 
interstate commerce act or by any principle embodied in judicial 
decision. As well might we consider in valuing a Chippendale side- 
board or a Blackstone first edition their utility as firewood or waste 
paper. 

(5) Appreciation is as susceptible of a definite finding as de- 
preciation. The highest judicial authority requires it to be made. 

(6) If appreciation is the element which absorbs the margin be- 
tween the ascertained costs and the final value, it has been in the 
case of Fm New York Central Lines arbitrarily and inadequately de- 
termined. 

(7) The property investment accounts should not, without full 
investigation of their history, be used to qualify and detract from 
cost of reproduction new at 1914 prices as the best evidence of orig- 
inal cost or actual investment. 


The New York Central filed a separate document dealing 
with depreciation and a study of that subject made by Professor 
Henry Earle Riggs, head of the department of civil engineering 
of the University of Michigan. In a final summary of the results 
of his studies, according to the brief, Professor Riggs expressed 
in part the following conclusions: 


The tentative valuations give a total cost of reproduction new 
for all of these four properties (New York Central, Michigan Central, 
Big Four and Pittsburgh & Lake Erie), as of their respective valua- 
tion dates, of $1,332,416,183 for the physical plant exclusive of land, 
and deduct $268,305,855 as depreciation, giving as cost of reproduc- 
tion new, less depreciation, $1,064,110,328. ... 

It is my opinion that a deduction for depreciation as of valuation 
date of $268,305,855 is wholly unjustitfied by the facts and that nothing 
is to be found in a study of the property and its record that in any 
way justifies a deduction of to exceed $33,000,000. 


O’FALLON RECAPTURE CASE 


The Commission’s brief in No. 7859, The St. Louis & 
O’Fallon Railway Co. et al. vs. United States of America and In- 
terstate Commerce Commission, commonly known as the 
O’Fallon recapture case, is the work of Walter L. Fisher, former 
Secretary of the Department of the Interior. While it is signed 
by P. J. Farrell, chief counsel for the Commission, and Oliver 
E. Sweet and Roland J. Lehman, solicitors for the Commission, 
the brief is the work of Mr. Fisher, who is denominated as 
special counsel. It is a book of about 260 pages. It has been 
filed in the federal court at St. Louis. 

Seemingly because the O’Fallon contended that the repro- 
duction new at current prices value was the “dominating and 
controlling one” to be followed by the Commission in making 
valuations for the purpose of administering the recapture 
clause of section 15a, Mr. Fisher was able to use the “fair 
value” rule laid down in Smyth vs. Ames, 169 U. S. 466, to full 
effect. That case said it was the duty of the body making the 
valuation to consider not only the cost of reproduction but 
other things enumerated in the opinion. The state of Nebraska 
was then advocating cost.of reproduction new as the controlling 
one. Special counsel for the Commission referred to Smyth vs. 
Ames as “that epoch-making decision.” 

In his outline Mr. Fisher said that no constitutional ques- 
tion was involved and that there was no confiscation. Private 
property, he said, was not being taken without due process of 
law or without just compensation. The only questions involved, 
said Mr. Fisher, were questions of statutory construction. 

The recapture base, he said, upon which excess earnings 
were to be computed, was made, by the transportation act, the 
rate base with which rates were to be regulated. Failure to 
keep the distinctions between the “fair value for rate-making 


THE TRAFFIC WORLD 


Vol. XL, No. 19 


purposes” and the economic concept of “value in exchange” jp 
mind, he said, had led to the use of language by writers of judj- 
cial opinions that had created some confusion, as to the rule to 
be followed in the making of valuations. The Supreme Court 
however, he said, had steadfastly adhered to the theory of 
“fair value” as what, in the judgment of reasonable men, was 
“just and right” as between the public and the private interests 
involved, and that its determination was a legislative function 
free from judicial review except to prevent abuse. 

Courts, Mr. Fisher said, were concerned only with the result 
of railroad regulation and not with the processes of reasoning 
by which those results were reached. The only rule of the 
court or of the transportation act, he said, was that “due con- 
sideration” should be given to “all” the “elements” that had any 
rational bearing on what was “just and right.” He said that 
its determination was, as the court had said, “not a matter of 
formulas” but, like the police power, was to be kept open to 
adjustment to meet the developing or changing conceptions of 
the public welfare. 

Mr. Fisher undertook, by review of the Supreme Court 
decision, to show that the Commission, in making the O’Fallon 
valuation and the decision thereon had followed the “law of the 
land” at and since the passage of the transportation act, as 
commanded by paragraph 4 of section 15a. 

“The method adopted by the Commission gives all the con- 
sideration to current reproduction costs which the Commission 
regards as ‘due’ or practicable if the transportation act is to be 
made administratively effective,” says Mr. Fisher. ‘The method 
is intelligible. It is workable. Itis fair. It furnishes a ‘rule of 
reason’ applicable to railroad regulation. It does not confiscate 
property or property rights. It deals with realities. The annual 
return which the O’Fallon will receive for the three recapture 
periods on the ‘value’ of its property as fixed by the Commission 
has actually been in excess of 12 per cent on that value, and 
would be much more than 6 per cent on ‘reproduction cost’ under 
any theory supported by the record. 

“The Commission has dealt with realities. The court should 
deal with realities. The existing national rate structure is sub- 
stantially consistent with the method of determining the ‘value’ 
adopted in the O’Fallon case. Railroad credit has never been 
better than it is today. Railroad stocks and bonds have never 
been more highly regarded for investment. If, as is believed, 
we are facing a period of deflation and of general price declines 
the adoption of the theory of reproduction cost would shake 
railroad credit and make difficult the issuance of new securities, 
whether stocks or bonds. To substitute for the principles and 
administrative methods which have produced the present favor- 
able conditions, principles and administrative methods under 
which rates will be confiscatory if they are not greatly increased 
and under which railroad stocks will become the most specula- 
tive securities on the exchanges, would be, in the judgment of 
the Commission, to destroy any effective regulation and to dis- 
credit and perhaps destroy the whole system of private owner- 
ship and operation, despite the obvious dangers and disadvan- 
tages of the resumption by the government itself of direct re- 
sponsibility for the performance of this primary governmental 
function, the establishment, maintenance, and control of the 
public road, the king’s highway.” 


CARRIER NOT LIABLE 


The Supreme Court of the United States, in No. 41, Atlantic 
Coast Line vs. Ida May Southwell, administratrix, on a writ of 
certiorari to the Supreme Court of North Carolina, has reversed 
the state court. In an opinion by Justice Holmes, the court 
said it would be straining the language of the federal employers’ 
liability act somewhat to say, in any case, that a wilful homi- 
cide “resulted” from the failure of some superior officer to fore- 
see the danger of (homicide) and prevent it. Suit was brought 
by the administratrix to recover for the death of her husband at 
the hands of a railroad policeman with whom Southwell, a 
brakeman, had had trouble, in the course of which the brakeman 
had used threatening language. The suit was brought on the 
theory that the company became liable because the general 
yardmaster, who knew about the ill feeling and who was with 
the detective just before the shooting took place, should have 
known that the two men would meet about the time they did. 
Before the yardmaster could reach the men, who were meeting, 
the shot was fired. Justice Holmes said the remark made by 
the brakeman just before the meeting in which he was killed 
did not seem to foreshadow the event. “It appears extravagant 
= the petitioner liable in a case like this,” said Justice 

olmes. 


CROSSING ACCIDENT RESPONSIBILITY 
The Supreme Court of the United States, in No. 58, the 
Baltimore & Ohio, petitioner, vs. Dora Goodman, administratrix 
of the estate of Nathan Goodman, on certiorari from the Circuit 
Court of Appeals for the Sixth Circuit, has reversed the judg- 


ment of the lower court. In the trial court the administratrix 
obtained a verdict and judgment for the death of her husband 
who was killed at a Baltimore & Ohio crossing. This was 
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affirmed by the Circuit Court of Appeals. Justice Holmes, who 
delivered the opinion of the court, held that the carrier was 
not liable. The court said the evidence did not relieve Goodman 
for the responsibility of his own death. 

“When a man goes upon a railroad track, he knows that he 
goes to a place where he will be killed if a train comes upon 
him before he is clear of the track,” said Justice Holmes. “He 
knows that he must stop for the train, not the train stop for 
him. In such circumstances, it seems to us that if a driver can- 
not be sure otherwise whether a train is dangerously near, he 
must stop and get out of his vehicle, although obviously he will 
not often be required to do more than to stop and look. It seems 
to us that if he relies upon not hearing the train or any signal 
and takes no further precaution he does so at his own risk.” 


SUPREME COURT ACTION 


In No. 36, Missouri-Kansas-Texas vs. State of Texas, the 
Supreme Court of the United States, Octiber 31, vacated the 
writ of certiorari to the Court of Civil Appeals of Texas, because 
the grounds advanced for granting the writ, on examination of 
the record, proved not to have a substantial basis. The lower 
court held that the carrier must maintain shop facilities and 
terminals at Smithville, Tex. 

In No. 393, Lehigh & Hudson River Railway Co. vs. John 
H. Hubbard, a petition for a writ of certiorari to the Appellate 
Division, Third Department, Supreme Court of New York, was 
denied. This was a personal injury case. 

In No. 429, Arkansas & Memphis Railway Bridge & Terminal 
Co. vs. State of Arkansas, the court denied a petition for a writ 
of certiorari to the Supreme Court of Arkansas. Review was 
sought of a judgment of $17,408 against the terminal company 
for franchise taxes. 


FALSE BILLING ALLEGED 


The Commission has been advised that the federal grand 
jury for the district of South Dakota, at Sioux Falls, S. D., has 
returned indictments, in five counts each, against the Farmstead 
Mineral Manufacturing Co. and A. M. Landmark, former local 
agent of the Chicago, Milwaukee & St. Paul at that point. One 
indictment charges the corporation with having forwarded, in 
interstate commerce, a number of carload shipments of manu- 
factured stock feed as either fertilizer or ground rock. The 
other indictment charges that A. M. Landmark aided and abetted 
the corporation in the alleged false billing. 

The case was investigated by a special agent of the Com- 
mission. The matter was handled before the grand jury by 
Frank G. McCormick, assistant United States attorney, and B. L. 
Smelker, an attorney of the Commission. 


ACCUSED OF ACCEPTING REBATES 


According to a report to the Commission, the grand jury 
for the Atlanta division of the northern district of Georgia has 
returned an indictment in eight counts against the Atlantic Steel 
Company, a corporation, accusing it of violations of section 1 
of the Elkins act. The indicetment alleges that in March and 
April, 1927, eight carloads of steel were shipped by the defend- 
ant from Atlanta, Ga., to St. Petersburg, Fla., at less than the 
lawful through rate applying between those points. The alleged 
concessions, it is understood, were obtained by shipping the 
steel to Jacksonville, Fla., at the interstate rate, and rebilling 
it to St. Petersburg almost immediately at the Florida intrastate 
rate, the combination producing an aggregate of 45.35 cents per 
100 pounds, as against the through rate of 52 cents per 100 
pounds. The concessions thus obtained, it is alleged, vary in 
amount from $35.81 to $76.84 per car. 

The information leading to the presentation of the case to 
the grand jury was obtained by agents of the Commission’s bu- 
reau of inquiry. The matter was presented to the grand jury 
by William J. Walsh, an attorney of the bureau, acting as special 
assistant to the United States attorney. 


1. C. C. CASES IN FEDERAL COURTS 


The Commission has issued a pamphlet of 152 pages con- 
taining a history of Commission cases that have been reviewed 
by the federal courts, 1887 to 1927. It was prepared by the 
bureau of administration, section of indices. A similar docu- 
ment was issued in 1914. In a letter of submittal to Secretary 
McGinty, Suzane G. Edson, chief of the section of indices, 
said: 


Herewith is submitted a brief history of Interstate Commerce 
Commission cases which have been reviewed by the federal courts, 
1887 to 1927. It includes (1) cases in which the orders of the Com- 
mission have been attacked in the courts, (2) suits other than crim- 
inal by the Commission to enforce provisions of the interstate com- 
merce act, (3) suits to compel action by the Commission, (4) ‘‘out- 
standing’ cases in suits to enforce awards of reparation, and (5) 
several other court cases which form a part of the case history of 
Interstate Commerce Commission cases. The present compilation 
includes all cases appearing in earlier editions of ‘Interstate Com- 
merce Commission Cases in the Federal Courts,’’ supplemented and 
revised to date. 
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In making the document public, Secretary McGinty issued 
the following statement: 


Owing to limited printing appropriation, the Commission do 
not have for distribution copies of the attached compilation of Inter. 
state Commerce Commission Cases in the Federal Courts. Copies, 
however, may be secured from the Superintendent of Documents, 
Government Printing Office (Washington, D. C.), at a cost of 25 cents 
per copy. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Second Circuit.) Owner, bringing 
action against railroad as warehouseman for loss of aluminum 
by fire and explosion, held not liable for possible negligence of 
an independent contractor, who was transporting the owner’s 
explosives to the warehousemen’s terminal.—Lehigh Valley R. 
Co. vs. State of Russia, 21 Fed. Rep. (2d) 406. 

The Interstate Commerce Commission rules and regulations 
as to explosives do not supersede the carrier’s common-law lia- 
bility, and are not the sole measure of the railroad’s responsi- 
bility for loss by fire and explosion.—Ibid. 

Where there was sufficient evidence of negligence to go to 
the jury, the appellate court will not weigh the sufficiency of 
that evidence on appeal.—Ibid. 

Instruction leaving to jury question whether, in the exercise 
of reasonable care in the light of all circumstances, a railroad, 
as warehouseman, could reasonably rely on fire department tv 
prevent damage to plaintiff's aluminum by fire and explosion, 
held proper.—lIbid. 

Contract to carry explosives, offered to show that lighterage 
company was independent contractor, and not plaintiff’s agent, 
held admissible, notwithstanding the contractor had not received 
a municipal license to transport explosives.—Ibid. 

In action against railroad, as warehouseman, for loss of 
aluminum from fire and explosion of explosives and inflammables 
in its freight yards, evidence of Interstate Commerce Commis- 
sion regulations regarding isolation of cars in case of fire held 
admissible.—Ibid. 

Where shipper and carrier are guilty of negligence, the con- 
curring negligence of the carrier will make it responsible for 
resulting loss.—Ibid. 

Where a shipper alone causes fire, resulting in loss, there 
is no liability on the part of the carrier.—Ibid. 

In an action against a railway as warehouseman for loss of 
aluminum from fire and explosion, evidence that the warehouse- 
men’s agent considered that detectives were hired by the plain- 
tiff to prevent explosion or fire in defendant’s yards, and that 
defendant’s liability as carrier was therefore lessened, held in- 
admissible.—Ibid. 

In an action against a railroad, as warehouseman, for neg- 
ligence in not protecting aluminum against loss by fire and ex- 
plosion, where it was railroad’s theory that owner of aluminum, 
who was also consignee of explosives, hired detectives to guard 
its property, and hence lessened the railroad’s liability as carrier, 
evidence of the experience of the detectives held inadmissible, 
where it was not shown they were employed by owner and cou- 
signee.— Ibid. 

Additional care taken by shipper to guard its property held 
not to lessen the burden of care incumbent on the carrier.—Ibid. 

In action against a railroad, as warehouseman, for failure to 
protect plaintiff's aluminum in its warehouse against fire and 
explosion, whether the warehouseman’s foreman knew that a 
barge loaded with explosives would tie up at the pier near its 
terminal held irrelevant.—Ibid. 

Railroad, acting as warehouseman, was obliged at all times 
to protect aluminum intrusted to its care from danger of loss.— 
Ibid. 

The right to recover damages for the breach of a carrier’s 
obligation to properly transport and care for high explosives 
bought by the Russian government and in transit to Russia held 
to become property of the state of Russia at the time the loss 
occurreed.—Lehigh Valley R. Co. vs. State of Russia, 21 Fed. 
Rep. (2d) 396. 

The right of a foreign government to sue in federal courts 
is well settled.—lIbid. 

The conduct of foreign relations is committed to the execu- 
tive and legislative departments of the government, and the pro- 
propriety of what is done by these departments is not subject 
to judicial inquiry or decision.—Ibid. 

Who may be sovereign de jure or de facto of a territory is 
a political question and not one to be determined by the courts.— 
Ibid. 

The “state” is a community or assemblage of people, and 
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riding to record performance 


ACE your motor as you will, walk 
your two feet off their accustomed 
legs—but you'll find it difficult to get 
home before the flying clouds of a thun- 
der storm overtake you. 


In other words, clouds can and do 
travel, resembling in this respect Marco 
Polo, Noah’s Ark, and the originator of 
that famous phrase “‘See America First,” 
namely, Christopher Columbus. 


“Flying Cloud” of the Pennsylvania is 
likewise a traveler, although its methods 
are somewhat different from those of the 
above mentioned. For it travels a par- 
ticular route, the road between Buffalo 
and Pittsburgh, and shippers of goods 
from the rich districts surrounding 


Rochester, Olean and Buffalotothe “Steel 
City” territory have found this train 
thoroughly reliable and dependable. 


7 y 


“Flying Cloud” carries general merchandise 
and perishable. Each night this train leaves 
Buffalo about midnight and runs via Oil City, 
Pennsylvania, where cars of freight from 
Rochester and Olean, New York, are added 
and taken on to Pittsburgh Terminals. 


At every point along the route this train 
receives the same careful attention that is ac- 
corded all the Pennsylvania’s famous freights. 
And the combined watchfulness of ‘Flying 
Cloud’s” train crews and a host of men along 
the route gets this important freight to its 
destination promptly on time month after 
month. 


Here are three other Pennsyl- 
vania freights whose regular 
on time arrivals have earned 
them distinctive names: 


‘‘THE ECLIPSBR’’ 
Merchandise 
St. Louis to Seaboard Cities 


“SPARK PLUG” 
Live Stock—Perishable 
Cincinnati to Pittsburgh 
and Seaboard Cities 


“THE CHALLENGER’’ 
Perishable — Merchandise 
Cincinnati to Chicago 





Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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the “government” is the political agency through which it acts 
in international relations.—Ibid. 

A foreign state is the true or real owner of its property, and 
its government is the agency which represents the national 
sovereignty.—Ibid. 

Financial attache of the Russian embassy under the provi- 
sional Russian government, who was recognized by the State 
Department as custodian of the property of the Russian govern- 
ment, held authorized to continue suits for the state of Russia, 
which had been begun by the Imperial Russian Government.— 
Ibid. 

Court must judicially recognize that the state of Russia 
survives, notwithstanding there have been changes in its form 
of government.—Ibid. 

Diplomatic agents of one state, while in another which rec- 
ognizes them as the representative of their state, may commence 
and maintain action on behalf of their state so long as they 
are so recognized.—Ibid. 

Proof of the agency of the alleged representative of a for- 
eign state is dependent entirely on the political fact of recogni- 
tion by the political department of the United States govern- 
ment.—Ibid. 

A court has no power, independently of the executive and 
legislative, departments of the government, to determine who 
should be considered as the proper diplomatic represeutative of 
a foreign state, and may not make its own investigation.—Ibid. 

In an action brought by the Imperial Russian Government, 
and later continued by a representative of the provisional Rus- 
sian government in the name of the state of Russia, where the 
representative was recognized by the political department, the 
fact that there might have been a Russian Socialist Federated 
Republic actually in cliarge of the government of Russia held 
not to affect the action.—Ibid. 

Unless the political department of the government has de- 
cided otherwise, the judiciary recognizes the condition of things 
with respect to another country, which was last recognized by 
the political department, and so will recognize the last recognized 
government, notwithstanding the withdrawal of the ambassador. 
—Ibid. 

The granting or refusal of recognition of the new government 
of a foreign state has nothing to do with the recognition of the 
foreign state itself as an international person.—Ibid. 

Suit begun by Imperial Russian Government and later con- 
tinued in the name of the state of Russia, did not abate because 
of the change in the Russian form of government.—Ibid. 

A foreign “state” is perpetual, and survives its form of 
government.—Ibid. 

In an action to recover for loss of explosives, begun by the 
Imperial Russian Government and continued in the name of the 
state of Russia, held, that the recognized Russian government 
might carry on the suit until the new government became ac- 
credited by recognition.—Ibid. 


It is only acts performed within its territory that can be 
validated by retroactive effect of recognizing new Russian gov- 
ernment, and acts performed outside its own territory cannot 
be validated by recognition.—Ibid. 

Where the Imperial Russian Government began action 
against defendant carrier to recover for loss of explosives, and 
the suit was continued in the name of the state of Russia, held, 
that defendant, paying judgment to recognized agent of the state 
of Russia, would be protected against possible future claims 
of any subsequently recognized new government of Russia.—Ibid. 

The Interstate Commerce Commission regulations for the 
transportation of explosives (federal explosives law, Criminal 
Code, secs. 233, 235 (18 USCA, secs. 383, 385)), and the Carmack 
amendment to interstate commerce act (49 USCA, sec. 20 (Comp. 
St., sec. 8604a)), do not change the common-law liability of a 
carrier as insurer, when carrying explosives, whether or not 
there has been a breach of some federal law or Interstate Com- 
merce Commission regulation adopted under authority conferred 
by commerce act (49 USCA, sec. 1 et seq. (Comp: St., sec. 8563 
et seq.)).—Ibid. 

In an action against a carrier for loss of explosives, while 
in its possession in freight yards, evidence of negligence in not 
having locomotives to move cars in case of fire held to justify 
directed verdict for plaintiff, especially since the carrier violated 
Interstate Commerce Commission Regulations, secs. 1650, 1906.— 
Ibid. 

In an action against a carrier for loss of explosives by fire 
while in the carrier’s freight yards, amendment striking out 
allegations of negligence held properly permitted, since it did 
not change the cause of action, because, under the facts set forth, 
the carrier had a common-law liability, without regard to neg- 
ligence.—Ibid. 

An amendment which introduces no new or different cause 
of action, or sets up no different state of facts as the ground 
for the action, is properly granted, and presents no error.—Ibid. 

In action against carrier for loss of explosives by fire while 
in the carrier’s freight yards, it was sufficient, in order to recover 
damages, without proving negligence, to prove ownership, de- 
livery to the carrier in good condition, and failure to deliver to 
consignee.— Ibid. 
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Phrase, “shipper’s load and count, charges guaranteed, own. 
er’s risk,” stamped on a bill of lading held not to amount to a 
special contract whereby the railroad was relieved of carrier's 
liability, in view of act March 4, 1915 (49 USCA, sec. 20 (Comp, 
St., sec. 8604a)).—Ibid. 

A mere agreement to transport goods furnishes no consiq. 
eration for a stipulation that the railway shall be liable for legs 
than its common-law liability, especially in view of act March 
4, 1915 (49 USCA, sec. 20 (Comp. St., sec. 8604a) ).—Ibid. 

Where bills of lading described shipment as high explosives, 
and placards showing contents of cars to be explosives were 
affixed to cars, the railroad had notice, as a matter of law, of 
the explosive nature of the shipment, within bill of lading 
provision requiring full disclosure of explosive qualities of goods 
shipped.—Ibid. 

Saturday afternoon held a “holiday” for business purposes, 
within the meaning of a bill of lading provision which gave the 
consignee 48 hours after notice to take delivery. 

Bill of lading provision, giving consignee of explosives “49 
hours” after notice to take delivery, held to mean 2 full working 
days, and hence not to include Saturday afternoon.—Ibid. 

Where carrier reported loss to consignee and advised him 
to file claim in a place different from that where the bill of 
lading recited that such claim should be filed, the carrier was 
thereafter estopped, after the consignee had filed his claim ac- 
cording to the carrier’s directions, to assert that the claim was 
not filed as required by the bill of lading.—Ibid. 

In action against carrier for damages caused by fire and 
explosion, where defendant claimed that lighterage company, 
carrying explosives to defendant railway’s terminal, was con- 
signee’s agent, so that consignee was responsible for its negli- 
gence, evidence held to justify ruling that the lighterage company 
was an independent contractor, for whose possible negligence 
plaintiff was not responsible.—Ibid. 

In action against carrier for loss by fire and explosion, con- 
signee held not liable for the possible negligence or illegal 
operation without a permit of lighterage company, which was 
transporting consignee’s explosives to defendant carrier’s ter- 
minal as an independent contractor.—lIbid. 


In an action against a carrier for loss by fire and explosion, 
where the consignee had no duty to watch its explosives while 
in the carrier’s possession, fact that detectives; whom carrier 
claimed had been hired by the consignee, were negligent in fail- 
ing to discover the fire and in putting it out, cannot raise the 
issue of the consignhee’s contributory negligence.—Ibid. 


In an action against a carrier for loss of explosives by fire 
and explosion, the burden was on the carrier to prove that the 
damage arose solely from some cause excepted from the general 
rule making the carrier liable as an insurer.—Ibid. 


Possible negligence of consignee of explosives in not pre- 
venting their loss by fire and explosion will not relieve the car- 
rier from its liability, if the loss would not have occurred, ex- 
cept for the carriers’ concurring fault.—Ibid. 


Where the parties stipulated that findings in No. 2 action 
should be considered findings in No. 1 action, which raised no 
negligence issue, possible errors in findings on negligence or 
instructions or rulings on that issue in No. 2 held immaterial, in 
so far as action No. 1 was concerned.—Ibid. 


In an action against a carrier, wherein the carrier counter- 
claimed, alleging negligence, and the only negligence alleged 
was that of an independent contractor, for which the plaintiff 
was not liable, instructing the jury to find for plaintiff on the 
counterclaim was proper.—Ibid. 

Interest is allowable from the time property should have 
been delivered in imposing damages on a carrier for breach of 
its common-law obligation.—lIbid. 


BAGGAGE 


(Court of Appeals of Kentucky.) Railroads are liable as 
common carrier for baggage of their passengers, which con- 
tinues until baggage is ready to be delivered to owner at his 
destination, or until he has reasonable opportunity to receive 
and remove it—Chesapeake & O. Ry. Co. vs. McClintock Field 
Co., 297 S. W. Rep. 1112. 

After baggage.has arrived at its destination, if passenger 
fails within reasonable time to call for it, carrier no longer 
retains its possession as a common carrier, but as a warehouse- 
man.—Ibid. 

In action to recover for trunks transported by railroad as 
baggage, and which were destroyed by fire which burned depot 
and village and which started about 30 minutes after arrival of 
train at destination, whether reasonable time elapsed after ar- 
rival of train and before destruction of trunks in which passenger 
might have procured them held, under evidence, for jury.—Ibid. 

In action to recover for destruction of baggage by fire after 
arrival at destination, where answer alleged that railroad could 
not in exercise of ordinary care have prevented destruction of 
the trunks after their arrival, denial thereof in reply made issue 
thereon.—Ibid. 

In action for loss of trunks by fire after arrival at destina- 
tion, evidence held insufficient to support verdict that carrier 
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did not use ordinary care to prevent destruction of the trunks.— 
Ibid. 

In action to recover for loss of trunks by fire within about 30 
minutes after their arrival at their destination, whether the 
windstorm which followed and spread the fire was so extraordi- 
nary in character as to amount to act of God, held, under 
evidence, for jury.—Ibid. 


ee * 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 





(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) Certificate of convenience and 
necessity to operate a motor transportation route held properly 
granted, notwithstanding part of the route was covered by the 
protestant under a certificate granted by the commission, where 
the new operators were not permitted to receive or discharge 
passengers at points covered by the protestant’s route.—Lykins 
vs. Public Utilities’ Commission of Ohio, 158 N. E. Rep. 171. 

In application before Public Utilities Commission for cer- 
tificate of convenience and necessity to operate bus line, order 
of commission granting certificate for through service without 
right of pick-up between Steubenville and Bridgeport held not 
unreasonable or unlawful, in view of evidence showing no other 
through service satisfying public convenience and necessity.— 
Ohio Valley Transit Co. vs. Public Utilities Commission of Ohio. 
Wheeling Traction Co. vs. Same. Pennsylvania R. Co. vs. Same, 
158 N. E. Rep. 182. 


Supreme Court will not substitute its own judgment for that 
of Public Utilities Commission, unless order granting certificate 
to operate motorbus line is against manifest weight of evidence. 
—lIbid. 


(Supreme Court of Oklahoma.) Chapter 113, S. L. 1923, 
providing for the regulation of the use of the public highways 
of the state by motor carriers for hire through the limitation of 
that use by the rule of public convenience and necessity, is a 
valid and constitutional exercise of the police power of the state 
to promote the public good, to preserve the public peace, and 
to protect the public welfare, and said act is not in contravention 
of any rights of the citizen guaranteed to him by the Fourteenth 
Amendment to the Constitution of the United States, nor by 
section 7 of article 2 of the Constitution of Oklahoma.—Barbour 
et al. vs. Walker et al., 259 Pac. Rep. 552. 


A private motor carrier operating over the public highways 
of the state, though without regular or fixed time schedules, 
between fixed points is the transportation of commodities for 
hire under separate contracts with several principal business 
concerns located and doing business in one of such points, is 
a “motor carrier,” within the meaning of chapter 113, S. L. 1923, 
and is subject to control and regulation by the provisions of 
law therein provided.—lIbid. 


% 







Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





od 


(District Court, E. D., New York.) Regardless of whether 
alleged owner, suing for damages to apples in shipment, was 
owner at time of shipping or became owner thereafter, pursuant 
to agreement with one arranging for shipment, he was bound 
by contract made by such person for shipment, since, if he was 
owner, such party was acting as his agent.—Callister vs. United 
States Shipping Board Merchant Fleet Corporation et al, 21 
Fed. Rep. (2d) 447. 

Agreement for shipment of apples, providing that terms of 
regular bill of lading, copy of which was attached, were to 
apply to shipment, incorporated bill of lading into contract by 
reference, and libelant suing for damages in shipment was bound 
thereby, regardless of whether he knew agreement was made, in 
view of fact that party making it acted either as owner of apples 
which he subsequently sold, or as agent libelant.—Ibid. 

In action for damages to apples in shipment based on devia- 
tion, evidence held to show that ship’s agent did not agree that 
Alexandria should be first port of all.—lIbid. 

Alleged failure of ship to sail for five days after being 
loaded, and demand for payment of balance of freight, held not 
to constitute deviation authorizing recovery for damage to goods 
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in transit on showing that loading was not completed by date 
alleged by libelant, and in view of contract for shipment ang 
bill of lading showing parties’ intention that freight was to be 
prepaid.—Ibid. 

In action for damage to goods in transit, respondent’s failure 
to deliver bills of lading to shipper, who had left country without 
direction as to their delivery, did not prevent their claiming 
benefit of exemptions therein.—Ibid. 

Where bill of lading gave ship liberty before or after pro. 
ceeding toward port of discharge to call, enter, or stay at any 
ports or places for any purposes, stopping at place on customary 
route of vessels in that service, increasing journey not more than 
from 180 to 250 miles, was within liberty accorded, and did not 
constitute ground for recovery for damage to goods in transit— 
Ibid. 

Where contract for shipment of apples made regular bil} 
of lading according liberty of stops en route part thereof by 
reference, shipper cannot, in action for damages to goods in 
transit, notify it as to right to stop en route except by written 
agreement for such purpose.—Ibid. 

In shipper’s action for damages to apples in transit, where 
contract of shipment made bill of lading containing liberty to 
stop at ports en route part thereof, stopping at port en route to 
discharge grain cargo, which was discharged as rapidly as pos- 
sible, did not constitute deviation making shipper liable.—Ibid. 

Carrier, sued for damages to apples in transit, which were 
received in apparent good condition and delivered in damaged 
condition, had burden to show damage occurred from excepted 
clause in bill of lading, made part of contract of shipment by 
reference.—Ibid. 

In action for damages to apples in transit, where contract 
of shipment was only for ordinary stowage and stated that ship 
was not insulated nor cooled, evidence that apples had been 
stowed in as cool and well ventilated place as possible, con- 
trary to shipper’s claim of negligent stowage in proximity to 
wheat and flour, held to show carrier was not liable.—Ibid. 

Perishable nature of apples shipped, obvious risk, and lack 
of evidence of successful shipment of apples from New York to 
Alexandria, Egypt, held to render valid provision in shipping 
contract relieving carrier from responsibility for damages with- 
out its negligence or default.—Ibid. 

In shipment of apples, part of which had been in cold stor- 
age, from New York to Alexandria, Egypt, where subjecting 
them to temperature of over 34 degrees Fahrenheit was calcu- 
lated to cause speedy decay, such vice was inherent, and, in 
absence of negligence, carrier was not liable, especially in view 
of shipping contract providing that ship could give ordinary 
stowage, but was not insulated nor cooled.—Ibid. 

(District Court, E. D., New York.) Where carrier lost all 
control of property shipped when collector of customs took it 
to appraise, assess, and collect duties, subsequent release from 
collector’s custody pursuant to Tariff Act October 3, 1913, sec. 
III, B (Comp. St., sec. 5519), and Regulations of Treasury De- 
partment, arts. 219, 220, did not render carrier liable to con- 
signor holding bill of lading made to order of himself.—Giles 
vs. Newton, Collector of Customs, 21 Fed. Rep. (2d) 484. 


OCEAN FREIGHT RATES 
The Trafic World New York Bureau 


The expected strength in full cargo markets has been dem- 
onstrated in the last week and indications point to further stifi- 
ening in rates for the rest of the year. Lower rates in the early 
part of October evidently misled shippers, who were inclined 
to postpone covering their commitments in the belief that the 
market would go still lower. Present conditions show this anal- 
ysis to be an error, with the result that shippers are now forced 
to bid vessels, while owners, who previously had refused to con- 
sider decreases, are now advancing their prices beyond the cur- 
rent level. 

Charters have been closed at 16% cents a 100 pounds from 
Montreal to Antwerp-Rotterdam, in comparison with 13 and 14 
cents recently, which indicates the change in the market. The 
quotations are likely to continue strong until the close of navi- 
gation on the St. Lawrence, and after that the prospects are for 
continuance of good business from St. John and U. S. Atlantic 
ports to Europe. The volume of charters within the last week 
has totaled 30 or more, which compares favorably with Sep- 
tember, a good month for shipowners. 

Most of the activity at present is confined to the grain trade. 
Considerable tonnage has been attracted to the Pacific Coast 
by favorable rates, but vessels are still in sufficient supply on 
the Atlantic to prevent the market from getting out of bounds. 
The coal traffic is quiet, with some interest shown in the South 
American route at about $3.75 a ton. Some inquiries are noted 
for the west Italy coal business, but only at low rates, such 
as $2.25 a ton. The Cuban sugar trade is being watched care- 
fully, but at present it is probable that it will remain quiet until 
the turn of the year. 

The average range of heavy grain rates in the last week 
has been as follows: Montreal, November loading, to United 
Kingdom 3s 9d; to Antwerp-Rotterdam, 16 cents; to Hamburg- 
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Bremen, 17 cents; to the Mediterranean, 18 cents; from Atlantic 
ports, November and December, to United Kingdom 3s 144d to 
3s 3d; to Antwerp-Rotterdam, 14 cents; to Hamburg-Bremen, 15 
cents; to the Mediterranean, 18 cents; from St. John to the same 
ports about one cent per 100 pounds higher. 

A motion for open rates on tin plate to Black Sea and Levant 
ports for the period January 1 to June 30, 1928, was adopted by 
the Adriatic, Black Sea and Levant Conference. The rates on 
this commodity have been a subject of discussion among, the 
conference lines for some time past, and it is understood that 
action was taken in response to the insistent demand of one 
of the foreign lines in the group. The lines holding membership 
in the conference are: American Export Line, American Levant 
Line (Cunard), Fabre Line, Greek Line, Navigazione Liberia 
Triestina and Cosulich Line. 

Contract rates on tires and tubes, flour, metal beds and 
springs and refrigerators were extended through December 31, 
1928. The regular tariff was extended through June 30, 1928. 

The Pacific Coast-European Conference announced the adop- 
tion of a contract rate of 65 cents a 100 pounds on cotton of a 
density of thirty-two pounds a cubic foot, and stated that the 
largest cotton shippers had already accepted the contract rate, 
and that in a very few days fully 95 per cent of this season’s 
cotton to move from California to Europe will have been secured 
for the conference lines. The regular tariff or non-contract rate 
remains at 75 cents. About 250,000 bales of cotton will move 
from California to Europe this season. 


PORT DIFFERENTIAL CASES 
The Traffic World New York Bureau 


That outports have launched a carefully prepared program 
to obtain preferential adjustments over New York, both as to 
rail and ocean movements, was the statement of Billings Wilson, 
deputy manager of the New York Port Authority, speaking be- 
fore the Jersey Marine Club this week. He emphasized the im- 
portance of New York interests being on their guard and offered 
suggestions for future developments. 

An attempt was being made to segregate terminal costs at 
the different ports and base charges on the relative expensive- 
ness of such costs, leaving the line haul factor differentially re- 
lated, he said. The unfairness of the method was that it argued 
rail switching at the port should not be included as a part of 
the terminal cost. 

“Many previous attemtps to upset existing port differentials 
having failed,” he said, “the more recent attacks have taken 
a new and very dangerous line—namely, the suggestion that 
the cost of terminal operation at the different ports be segre- 
gated from the line haul portion of the rail rate.” He said the 
various north Atlantic ports had been asked to file estimates 
of their respective terminal costs in a proceeding now pending 
before the Commission. If the estimates were accepted as cor- 
rect and rates were made on the basis suggested, he said, such 
a port as Baltimore would obtain a materially increased advan- 
tage over New York. 

The principal matter for consideration, as he presented it, 
was the fact that New York could berth only about 4 per cent 
of its ocean going ships at piers with rail connections. In line 
with the aims of the members of the Jersey Marine Club for the 
development of the Jersey waterfront, he said the desired con- 
nection of railroad lines with ocean terminals could only be made 
through the development of a “real belt line to connect present 
and future steamship piers with all trunk lines.” 

“It is only natural,” he said, “that the outports, overcapital- 
ized, as many of them are, with terminal facilities constructed 
to take care of war-time peak traffic, should turn greedy eyes 
on the golden pile of commerce on our docks.” 


HEARING ON PORT RATES 

The Shipping Board will hold a hearing, November 30, on 
the application of the Maritime Association of the Boston Cham- 
ber of Commerce for equalization of rates from north Atlantic 
ports. In announcing the hearing, the board asked that all those 
who wished to participate in the hearing, either for or against the 
Boston application, notify the board as soon as possible in order 
to facilitate the proceediings. This action was taken in accord- 
ance with the announcement made by Commissioner Plummer at 
the close of the differential hearing, October 19, to the effect that 
a regular hearing would be held later at which all interested 
parties would be heard. 

The legal department of the Port of New York Authority 
has been instructed to oppose the petition of Boston for a rate 
differential. 


GULF RAIL RATE ADJUSTMENT 
The Trafic World New York Bureau 


New York and other north Atlantic ports may shortly seek 
readjustments of rail rates to Gulf ports created as a war 
measure to divert tonnage routed via congested ports on the 
Atlantic seaboard. All efforts to readjust these rates have failed 
and the transportation committee of the New York Merchants’ 
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Association recommends that a complaint be filed with the Com. 
mission to correct what it deems to be discrimination. 

The committee, headed by R. S. Stubbs, says the rai] rates 
to south Atlantic and Gulf ports were placed on a parity with 
Baltimore, despite the objections of New York, which sought 
to have the southern ports placed on a parity with New York: 
following federal control, the Commission threw the rates oy} 
of line by only increasing interritorial rates 33% per cent, while 
those in New York territory were increased 40 per cent; imme. 
diately after this readjustment carriers in Official Classification 
territory endeavored to revise the rates; this action was opposeq 
by the southern lines and, after seven years, carriers in Officia] 
Classification territory find they are unable to make progreggs 

It is understood that the carriers will join the Merchants’ 
Association and other north Atlantic port interests to bring about 
readjustment. 


EXPORT BILL OF LADING 
The Trafic World Washington Burcay 


At the suggestion of the Shipping Board, the Commission 
has reopened No. 4844, In the Matter of Bills of Lading, Export 
Bill of Lading, for such further hearing as it may direct, the 
hearing to be limited to the reasonableness and propriety of 
the modification of clause 1(b) of the rule pertaining to the 
payment of general average so as to make it conform with the 
revision of that rule, contained in what are known as the 
“York-Antwerp” rules, revised at the 33rd Conference of the 
—e Law Association held at Stockholm, Sweden, in 
1924. 

As the rule now carried in the export bill prescribed by 
the Commission reads, general average “shall be payable ac- 
cording to York-Antwerp Rules 1890, and, as to any matter not 
therein provided for, according to the law and usage of the 
port of New York.” The Stockholm conference revised that 
rule. The Shipping Board, in a communication to the Com- 
mission, suggested that the clause 1(b) of part II of the con- 
tract terms and conditions of the uniform through export bill 
of lading, prescribed by the Commission on October 1, 1921, 
should be changed, so as to give effect to the Stockholm revi- 
sion by making it read as follows: 


General average shall be adjusted and settled in New York and 
shall be payable according to York-Antwrep Rules of 1924, 1 to 15, 
inclusive, and Rules 17 to 22, inclusive, and as to matters not therein 
— for according to the laws and usages of the port of New 
rork. 


The Shipping Board has adopted and is now using in its 
port-to-port bills of lading the clause quoted above. 


SHIPPING BOARD ACTION 


The Shipping Board has set November 21 as the date for 
hearing the plan of Lawrence R. Wilder and associates, of New 
York, for the construction of ten fast passenger-mail express 
steamers to operate between New London, Conn., or Montauk 
Point, L. I., and European points in a new service to be known 
as the Blue Ribbon Line. 

The board has authorized the expenditure of $26,600 for 
repairs to the Republic, of the United States Lines. The Republic, 
which is a passenger vessel of 17,910 gross tons, will be dry- 
docked at the Brooklyn Navy Yard November 15 and the neces- 
sary repairs will be made. 

The American South African Line, Inc., which purchased 
a line of ships bearing the same name from the Shipping Board, 
has obtained permission from the board to use the West Caw- 
thon for two voyages to Brazil, carrying coal outward from 
Newport News to Rio de Janeiro and return with manganese 
and iron ore. This permission was granted in consideration 
of the South African Line’s agreement to substitute a chartered 
vessel for the regular sailing of the West Cawthon. 


NAVY STATEMENTS APPROVED 


Chairman O’Connor, of the Shipping Board, commenting on 
statements made by Secretary Wilbur and Admiral Plunkett on 
Navy Day relative to the necessity of an American merchant 
marine, said: 


In the program which is now being pursued in this country for 
the development of a permanent American merchant marine in the 
face of some opposition, stimulated by foreign interests, the United 
States Shipping Board has concerned itself to a great extent with the 
commercial advantages which an adequate merchant marine secures 
to the people of the United States. 

The truth and widespread publication of Secretary Wilbur’s state- 
ment that ‘fa merchant marine is a vital factor in our modern civiliza- 
tion’”’ is most gratifying. Our cause is greatly aided by Secretary 
Wilbur’s further statement that ‘‘the transportation of our foreign 
commerce in foreign ships alone places that commerce more or less 
at the mercy of the foreign carrier,’’ and it will be noted, Secretary 
Wilbur added that the navy was interested in the merchant marine 
not only because of its commercial value but also because in a major 
war involving the security of the nation the merchant marine would 
not only supply personnel but vessels to be used as auxiliaries. 

Admiral Plunkett said ‘‘the navy is a great protective force, 
but in order to use it to its full advantage it must be supported 
by a powerful merchant marine,’ and added that “another thing 
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to bear in mind is that we cannot have continued prosperity in 
this country if we are going to depend on our commercial competitors 
to market our goods.” 

The discussion of one of these branches of our service without 
discussion of the other is incomplete. Permanence of an American 
merchant marine cannot be attained without naval power, and naval 
power in a true sense cannot exist without the support of an Amer- 
ican merchant marine. The fact is that to right thinking people, 
Navy Day is also American Merchant Marine Day. 


Secretary of the Navy Wilbur, in addresses made in connec-* 


tion with celebration of Navy Day, said a merchant marine was 
essential in the commercial development of the country and a 
necessity to adequate national defense. 

“The carrying of our products in foreign-built and foreign- 
owned ships is not only objectionable because it provides a 
method by which foreigners may levy an arbitrary tax upon our 
commerce by way of freight rates, but is also objectionable be- 
cause there is no obligation on the part of such carriers to carry 
our freight or to maintain lines of communication best adapted 
for the carrying of our overseas commerce,” said he. 


GULF INTERCOASTAL CONFERENCE 


The recently organized Gulf Intercoastal Conference has 
established a permanent office in the Hotel Markham, Gulfport, 
Miss., with C. D. Arnold as secretary. This conference includes 
in its memebership all the intercoastal steamship lines oper- 
ating from all of the Gulf ports to the United States and Cana- 
dian Pacific coast ports via the Panama Canal. The member 
lines are the Redwood Line, Finkbine-Guild Transportation Com- 
pany, the Gulf Pacific Line, Swayne and Hoyt, Inc., the Steele 
Steamship Line, Inc., joint operators; Luckenbach Steamship 
Company, Inc., and the Transmarine Corporation. N. M. Leach, 
president of the Steele Steamship Line, Inc., has been elected 
chairman and E. L. Throgmorton, acting manager, Finkbine-Guild 
Transportation Company, vice-chairman. Rate changes will be 
made by committee action. The conference has just issued a 
Westbound Minimum Rate List No. 1, effective October 1, 1927. 


OIL CONTRACTS 


Contracts for supplying the fuel oil requirements of Ship- 
ping Board vessels operating in the Pacific in the twelve-month 
period beginning November 7 have been awarded to the Rich- 
field Oil Company of Los Angeles. The major item is for 2,750,000 
barrels of oil to be delivered to Shipping Board tankers at the 
seller’s terminal at San Pedro. The price for this amount is 
78% cents per barrel. The amount includes oil for bunkering 
tankers loading at the terminal. A second item is 750,000 bar- 
rels for bunkering Shipping Board vessels at the San Pedro 
terminal. In cases where it is possible for vessels to receive 
the oil at the terminal the price is 78% cents per barrel, and in 
cases where it is necessary to bring the oil by barge to shipside 
the price is 83 cents per barrel. All other bids were rejected. 


COFFEE HANDLING AT PHILADELPHIA 


Improvements in the manner of handling coffee imports at 
the Port of Philadelphia have been agreed on at a conference 
between members of the Philadelphia Coffee Roasters’ Associa- 
tion and representatives of the steamship lines, pier operators, 
and others interested. In response to a question by E. W. 
Stringfield, of the Philadelphia Tidewater Terminal, the coffee 
importers said they believed it would be possible under proper 
conditins to offer at least one full cargo each month. The ques- 
tioner then placed the piers represented by him at the service 
of the importers for storage on consignment awaiting distribu- 
tion. Cost of handling imports at Philadelphia was shown to be 
less than at New York. The details were gone over thoroughly 
and the steamship lines pointed out a regular twenty-five-day 
service is now available and assurance given that the cargo 
would be properly handled. 


CANAL TANKER TRAFFIC 


In September, 131 tank ships transited the Panama Canal, 
on which tolls aggregating $655,042.26 were collected, according 
to the Panama Canal Record. 


HOBOKEN PIER CASE 


Litigation may follow an attempt by the city of Hoboken, 
N. J., to sell the former German-owned Hoboken piers now under 
the jurisdiction of the Shipping Board. Hoboken claims that 
several million dollars of unpaid taxes are due on the property. 
Officials of the Shipping Board indicated that if an attempt were 
made to sell the property for taxes, injunction proceedings would 
be instituted by the board. 


PAN-AMERICAN RAILROAD ROUTE 

The governing board of the Pan American Union, of which 
Secretary Kellogg is the chairman, has approved a change in 
the route of the Pan-American Railroad, which the Union has 
been fostering with a view to having the three Americas con- 
nected by a railroad, as suggested by the railway committee of 
the Union. The railroad, which is to be made up of lines now 
in existence and lines to be built by different governments and 
private corporations, is expected to be about 10,000 miles long. 
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The change proposed calls for the abandonment of that 
part of the route near the crest of the Andes and the adoption 
of a route east of the mountains. The change would put the 
route through Brazil and Bolivia instead of through Ecuado, 
and Peru, but in position to be connected up with railroads jp 
those countries. The reason for the change, it was said by the 
committee proposing it, lay in the fact of the growing interest 
in the plateau east of the mountains in which there is ample 
rainfall and, seemingly, great possibilities in petroleum, coffee 
sugar, rice and lumber. New York and Buenos Aires are to be 
the termini of the railroad. 


UPPER MISSISSIPPI BARGE SERVICE 


Secretary Davis, of the War Department, in the course of 
the cabinet meeting on November 1, reported to the President 
and his colleagues that the upper Mississippi barge service haq 
been started and that apparently it was successful. The White 
House, it was stated, had been informed that the people in the 
upper part of the Mississippi valley were greatly interested ip 
the new service. 

When the upper Mississippi barge line is equipped, as it wil] 
be next spring, with four towboats and sixty barges, and gate. 
ways are opened through St. Paul and Minneapolis, Burlington, 
Dubuque and Rock Island, manufactured articles that now find 
their way into the west “at high prices, will find their way into 
the cities, the towns and the homes of every city located west 
of the Mississippi at a greatly reduced freight rate, due to new 
joint rail-water rates not now in existence,” according to Secre. 
tary of War Davis. The secretary issued a statement on the 
barge line outlook on his return from an inspection trip on the 
Mississippi. Continuing, he said: 


Conversely, the farmers of the west and northwest will find an 
additional means of distributing their grain and farm products for 
consumption east of the Mississippi. A large part of their corn will 
take the form of corn syrup, corn oil, corn starch and other by- 
products. 5 

When these avenues of cheaper transportation exist, these farmers 
may expect to compete for export of corn with South America, and 
for export of wheat with Canada, and in addition to those served 
by the existing lines, thousands will enjoy the benefits of cheaper 
coal and coke, cheaper steel products, linseed oil and by-products, 
linseed meal and cake, so essential to beef and milch cattle, cheaper 
furniture woods and furniture, cheaper sulphur, coffee, sugar, cotton, 
tobacco, sisal, hemp, jute, argricultural implements, fertilizers, potash 
and nitrates, phosphates, strap molasses for stock food plants, oyster 
shells and by-products, so essential to poultry, and eventually pe- 
troleum products. These represent but a brief synopsis of the prac- 
tical benefits to the farmer of the operation of the Inland Waterways 
Corporation. 

At this time I do not feel at liberty to discuss the recent proposal 
of a committee of shippers that the capitalization of the corporation be 
increased by fifty million dollars. The Department of Commerce has 
been requested to make a commercial survey of the situation; which 
— give Congress a basis of facts on which to determine future 
policies. 


As to agitation for establishment of barge lines on the Mis- 
souri River, Secretary Davis pointed out that such service could 
not be established without authority therefor from Congress. 


RAILWAY MAIL PAY 


“The principle of public utility justifies consideration in fix- 
ing mail rates,” says Joseph Stewart, special assistant to the 
Attorney General, in a brief for the Postmaster General, filed 
with the Commission in No. 9200, Railway Mail Pay. “There is 
a fundamental difference between the mail service and the serv- 
ice performed for all other services, and the carriage of mails is 
advantageous to the railroads. 

“No claim for increased mail rates can be equitably main- 
tained so long as the passenger-train revenues are depleted by 
deficiency in the express payments for which the railroads are 
responsible under agreement and the express service is a com- 
petitor of the mail service. 

“The pay to the railroads for mail service, where shown by 
the department to be excessive, should be reduced for the groups 
showing such condition.” 

In a separate brief dealing with New England roads, Mr. 
Stewart says the railroads are not entitled to an increase in mail 
pay. He says the rates for mail service on those railroads that 
show individually and as a group a higher rate of return than is 
fair and reasonable should be reduced, and names, in that con- 
nection, the following roads: Bangor & Aroostook, Boston & 
Albany, Boston & Maine, Central Vermont, Maine Central, Rut- 
land, International Railway of Maine, and Newport & Richford. 
He says the railroad showing other conditions is the New York, 
New Haven & Hartford which, under the consideration of the 
general facts, should not receive an increase in compensation. 

The committee on railway mail pay of the railroads, in its 
brief in No. 9200, said the railroads were entitled to an increase 
of 40 per cent in trunk line mail pay rates to cover the cost 
of the service and a fair rate of return on the value of the 
property devoted thereto. It said increased costs of operation, 
the increased volume of mail matter carried, increased car load- 
ings and other relevant facts of a general nature demonstrated 
the necessity and propriety of substantial increases both in 
rates of pay and in the aggregate compensation for the trans- 
portation of the mails. 
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Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 


T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 





NEWARK, N. J. 
STORAGE 


“New 


Located in the Heart of the City and in the Center of the New York Metropolitan Area 


STORAGE IN TRANSIT 
POOL CAR DISTRIBUTION 


ALL FREIGHT UNLOADED UNDER COVER 
GRINNELL DRY SYSTEM SPRINKLER THROUGHOUT 
Private Siding Connection with The Central Railroad Co. of New Jersey 

For rates and arrangements apply or write to 
F. W. STOKES, Manager 
NEWARK WAREHOUSE COMPANY, Newark, New Jersey 


THE TRAFFIC WORLD 


TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


November 12 
26 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR (Wilmington), 


From From 
Mobile New Orleans 


Nov. 19 
Dec. 3 
Dec. 17 


COASTWISE GULF SERVICE 


From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Nassau St. St. New ¥ York City 


Agencies: Beaumont, Buffalo, Chicago, Los Angeles, ol 
New Orleans, Pensacola, Pittsburgh, San San Francisco. 


GULS DACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile,New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
. Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisce, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
208 South La Salle Street Chicago, Ill. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Meore Street om "New York, N. Y. 
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Freight Rates 


Eleventh of a Series of Fifty-two Articles on This Subject, Written for the Traffic World 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Vol. XL, No. 19 


Industries of the United States—Part I—Agricultural Industries 
and Agricultural Traffic 


Although other industries of the United States are of great 
importance, agriculture is the basic industry, producing the bulk 
of our foodstuffs and a surplus of products for export. Agri- 
culture produces many of the raw materials used in other in- 
dustries and supplies a market, directly or indirectly, for the 
products of the mines, forests, and factories. 

There are, in this country, over 6,372,000 farms embracing 
more than 924,300,000 acres of land, nearly half (48.6 per cent.) 
of the area of the United States. This vast industry gives 
employment to more than 10,500,000 workers, directly supports 
40,000,000 persons, and represents an aggregate investment of 
upwards of $50,000,000,000. Five hundred and five million acres 
are improved land and three hundred and seventy-five million 
acres are actively used in growing crops of various kinds. In 


the soil. The farms of the east are smaller than the farms of 
the west except for the irrigated regions of the west, where 
costly equipment makes extensive holdings of land under ope 
management impracticable. The farms are smallest and the 
rural population densest in the cotton belt of the south, where 
a large amount of land labor must be applied to a small amount 
of land in the production of the cotton crops. In the hilly gee. 
tions in the Appalachian and New England districts farms are 
small, as a rule, because of the difficulty in using farm ma. 
chinery. 


Tilled crops, grain, tame hay, and pasture are the basis of 
eastern agriculture. The western agricultural half of the coun- 
try includes the arid and semi-arid and mountainous areas of 
the west and the humid Pacific slope. The dry climate of much 


of the section makes dry farming on an extensive basis most 
profitable. 


Irrigation is becoming more common, however, and 
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Principal Wheat Shipping Points—Shaded Areas Indicate the Most Important Wheat Producing Areas—Bureau of Railyaw Economics, 1927 


all, 43,000,000 persons live in the rural districts, constituting 
about 37.3 per cent of the total population of the United States. 
These figures show the tremendous size and great importance 
of agriculture among the industries of the United States. 


Nature of the Agricultural Industry 


American agriculture varies widely because of climate, rain- 
fall, altitude, soils, and the comparative ease with which markets 
are reached. The citrus fruit groves of Florida and: California, 
the cattle ranches of the southwest, the potato and truck farms 
of New England, the cotton plantations of the south, the apple 
orchards of Washington, and the hog farms of the central west 
vary greatly in size, nature of product, mode of business organ- 
ization, and the type of traffic offered the rail carriers. 

The United States may be divided agriculturally into two 
great sections—the eastern and the western. The eastern dis- 
trict includes the Atlantic and Gulf coastal plains, the Appala- 
chian districts, and the central section of the United States—- 
the so-called middle west. Here, in general, the climate is 
humid and the nature of the crops varies with the latitude and 


ordinary humid climate farming thrives in other sections, giving 
a variety to the types of agricultural enterprises and to the 
products. 


Large farms and ranches are most numerous in the plains 
section. Here rainfall is relatively slight and the abundance of 
wild hay makes grazing profitable. The flat surface of the land 
is ideal for the use of agricultural machinery on a large scale. 
Agriculture, being conducted on large farms and dependent on 
extensive methods, tends toward a sparse population. The na- 
ture of the crops raised in this region varies, not with soil and 
latitude, as in the east, but with the altitude and rainfall. 


One of the significant changes in western agriculture has 
been the breaking up of the large ranches in the west. This 
movement has been offset by some increase in the size of farms 
in the east and south. 


The U. S. Department of Agriculture recognizes five major 
groups of agricultural territory: (1) The north Atlantic states; 
(2) the north central states; (3) the south Atlantic states; (4) 
the south central states; (5) the western states. The first four 
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Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 


Sailings from New York 


FOR HAVANA— Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 
service. 

























Ship by Water 


VIA 


WILLIAMS LINE 


San Diego, Los Anacles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Pa. Pa. Norfolk, Va. 
oe, Bonel nasa ote ae 


—_— 












Sailings from Philadelphia 


For Havana, Tampico and Puerto, Mexico— 
Monthly service. 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 






























New York AND Cusa Marz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 




























Peoria, the gateway between Eastern and Western Trunk line territories— 
no time lost in transfer. 


USE PEORIA GATEWAY 


Half-way Between Chicago and St. Louis 


Shippers often overlook the terminal, a vital _ You will find the P. & P. U. Railway render- 
link in the routing of merchandise which re- ing extremely efficient service and cooperation 

, . - to shippers who appreciate rapid transit of 
quires speed in shipment. their merchandise. 


Peoria is also a rate breaking point which 
gives it considerable advantage over other 
cities in the mid-west in the matter of freight 

























Congested terminals often cause a delay in 
transfer of several days, as against the few 
hours consumed in Peoria Terminal. 










if 





ha 1 


—_ 


. 
io. TRUCK ing 










lio ¥ 
~~) 















INQUIRIES SOLICITED Address E. F. Stock. Traffic Manager UNION STATION, PEORIA, ILL. 
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groups correspond roughly to the eastern division referred to 
here, while the fifth corresponds to the western group. 


Cereal Crops 


Corn is the leading crop of the United States, both in value 
and in acreage. The Department of Agriculture reports a corn 
crop of $1,703,000,000 annual value and over 99,492,000 acres 
devoted solely to the cultivation of corn. This crop is grown 
in more or less important quantities in all the eastern agricul- 
tural half of the country, except in Maine and Florida. The 
area of maximum production, however, the so-called corn belt, 
extends from western Ohio through Indiana, northern Kentucky, 
Illinois, Missouri, Ohio, into Kansas and Nebraska. Little corn 
is produced outside of this section except in small isolated dis- 
tricts in the west. 

A portion of the corn crop is used in fattening cattle and 
is fed or consumed in other ways close to the point of production. 
The cattle, after fattening, are shipped to the packing centers. 
For this reason, the tonnage of corn offered to the railroads 
for transportation is not as great as might be supposed. Some 
of the crop is used for human consumption, green corn being 
preserved in canneries for winter use and distributed all over 
the United States. In the south corn is ground into meal and 
used as an ingredient for bread and for other food purposes. 
Breakfast foods are also prepared from the corn and, in this 
form, find their way into all the food consuming centers of. the 
country. 

Another portion of the crop is used in the manufacture of 
corn products, including glucose, syrup, oil, and starch. This 
industry centers around Peoria and Chicago, Illinois, and other 
central western citiés. 

Wheat 


Wheat, the second crop of the United States in acreage, is 
exceeded in value by corn, cotton, and hay. It is, however, a 
chief food crop and constitutes an important item of export 
trade. Over fifty-six million (56,526,000) acres are devoted to 
the production of this crop, which aggregates annually 832,305,- 
000 bushels with a value close to a billion dollars ($997,589,000). 
The marketing of the wheat crop involves not only the direct 
shipment of the grain to the consuming centers and to the ports 
for export, but also the movement of the grain into the milling 
centers, where the grain is manufactured into flour, and the 
subsequent movement of this finished product. The movement 
of wheat to the ports constitutes an important item of rail traffic, 
a hundred and thirty-eight million bushels having been exported 
to the world’s markets in 1926. 

The bulk of the wheat crop is grown in the north central 
section of the United States and in the Pacific coast district. 
The centers of maximum production are in North and South 
Dakota and Minnesota, in Kansas and Nebraska, in Illinois, Mis- 
souri, Indiana, and Ohio, with important areas of production in 
Washington, and in Maryland and southern Pennsylvania. From 
these areas of production the crop is moved directly to the 
primary markets or to the milling centers, the most important 
of which are Minneapolis, Chicago, and Buffalo. Other smaller 
milling centers have grown up at points favored either by prox- 
imity to the producing areas or by favorable freight rates. 


Oats, Barley, Rye and Rice 


Four other important cereal crops are oats, barley, rye, and 
rice. Oats are grown in many sections of the country, the area 
of maximum production being in North and South Dakota, Ne- 
braska, Minnesota, Wisconsin, Iowa, Illinois, and Indiana. Other 
western and southern states, as well as a few northern states, 
contribute to the crop, which aggregates a million and a quarter 
bushels annually, valued at a half billion dollars—$499,531,000 in 
1926. Much of the oat crop is consumed close to the point of 
production as animal food, but some is used for human con- 
sumption in this country and some is carried by the rail lines 
and steamers in connection with the rail lines to the seaboard 
for export. 


Barley is raised in important volume in the north central 
states and in scattered areas elsewhere. Over eight million 
acres are devoted to this crop, producing some hundred and 
ninety-one million bushels with a value exceeding a hundred 
million dollars annually. The barley crop in 1926 amounted to 
191,182,000 bushels, valued at $109,677,000. 

Rye is raised in the same general section of the country. 
Some six million acres are devoted to its cultivation, producing 
annually a crop that has ranged from forty to one hundred and 
three million bushels with a value ranging from thirty-three to 
seventy-six million dollars annually. The rye crop of 1926 
amounted to 40,024,000 bushels, valued at $33,416,000. 

Rye and barley were formerly of importance to the brewing 
and distilling industries, but are of value as food for animals 
and humans as well. 

Rice is an important crop in South Carolina and in the Gulf 
coast states. About 1,018,000 acres are devoted to rice culture, 
producing annually a crop of 41,000,000 bushels, valued at nearly 
forty-five million dollars. 

Peanuts and beans are important crops closely allied to 
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the cereal crops mentioned. Peanuts are grown in the cep} 
portions of the central plains, the greatest production bein : 
Virginia. From this section peanuts and peanut products: in 
cluding meal and oil, are shipped to all parts of the country 
Beans are raised over a large part of the country. The impo). 
tance of this crop to transportation is discounted by the a: 
tively short hauls, except on that portion of the crop moveq 
to the large centers for domestic consumption or to the port 
for export. The peanut acreage in 1926 was 852,000 acres mon 
ducing a crop of 626,866 pounds, worth more than $28,000,090 
The acreage devoted to bean culture in 1926 was 1,659,000 acres, 
the crop being 17,138,000 bushels, valued at $50,000,000. ' 

About seventy-two million acres are devoted to the cult. 
vation of hay. Most of this crop of nearly ninety-six and a hai 
million tons, with a value in excess of a billion three hundred 
million dollars, is raised in the eastern agricultural half of the 
country. Wild, salt, and prairie hays are grown largely in the 
western agricultural section. 

Flaxseed is another important crop. In 1926, 2,897,000 acres 
were devoted to its culture. The crop amounted to 19,459 000 
bushels, valued at $37,775,000. 


Cotton 


Cotton is the chief crop of the southern and gulf coast 
section of the country. Over forty-seven and a half million 
acres are devoted to cotton culture and a vast army of workers 
engaged in its cultivation and handling. Cotton requires more 
hand labor than most of the other important crops of the coun. 
try. For this reason the agricultural labor population is densest 
in the cotton belt and the average per capita holdings of land 
the smallest. Between seven and nearly eighteen million bales 
of five hundred pounds each have been produced annually since 
1920. The crop is valued at from $643,000,000 to $1,570,823.000 
annually. The 1926 crop was a record one of 17,911,000 bales 
valued at $1,016,346,000. Cottonseed is produced in quantities 
ranging from three and a half to nearly eight million tons 
valued at from one hundred to two hundred and twenty million 
dollars annually. 

The raw cotton is taken to the gins where the seed is 
removed from the fibre. The fibre is then compressed at the 
compressing plants into five hundred pound bales for shipment, 
Bales to be forwarded long distances are often recompresed 
at the ports into smaller bales of higher density. From the 
interior, the cotton moves by rail to the ports, where it is trans- 
ferred to vessels for movement to the New England and middle 
Atlantic port cities. Here it is reloaded aboard cars and taken 
to the cotton textile mills of New England, the eastern seaboard 
states, and the industrial cities of the south. A portion of the 
cotton tonnage moves directly from the producing districts into 
the mill cities by rail, but the lower rail and water rates attract 
much of the tonnage. Textile mills are being developed in the 
Piedmont district of the southeast and in the gulf states, but 
the northern mills still dominate the cotton textile industry. 

From two and a half to four and a quarter billion pounds 
of cotton, valued at between a half billion and a billion and 
three hundred million dollars, are exported annually through the 
gulf, north and south Atlantic, atid Pacific ports to all ports of 
the world. Cotton is the most important single export of the 
United States in value and in tonnage. 

Cottonseed oil and meal are moved into various sections of 
the country to be consumed as food, as ingredients in animal 
feed and as fertilizer. 

Other Field Crops 


Potatoes, sweet potatoes, buckwheat, sugar beets, sugar 
cane, and sorghum are raised in important quantities in the 
United States. Their value as compared to the cereal crops, 
cotton, and hay, is slight, but the tonnage constitutes an im- 
portant item in railway and steamship traffic. The potato crop 
in 1926 amounted to 356,360,000 bushels, valued at $504,993,000. 
The acreage devoted to potato culture was 3,151,000 acres. 


Fruits 


Fruits, including citrus fruits, apples, peaches, pears, and 
other decidious fruits, are an important source of agricultural 
wealth. The fruit crop of the United States has an annual value 
of over fifty million dollars. Apples have great value because 
the adaptibility of this crop to varying conditions has resulted 
in the growing of apples all over the country. Oranges and 
other citrus fruits are grown principally in California, Florida 
and Texas, where the climate is favorable to their production. 

Bush fruits of all sorts common to temperate climates are 
grown throughout the United States. Berries and garden veg- 
etables are raised in all sections. The tonnage of these products 
is of relatively slight importance to the railways, compared 
with other crops, but all help to swell the volume of traffic and 
add variety to the diet of American people. 


Sugar 
The raising of sugar cane and sugar beets is an important 
American agricultural industry, though only about one-fifth of 


the sugar consumed in the United States is produced here. 
About one-fourth of the sugar used in the world is consumed in 
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the United States. The rest of the sugar used is brought from 
the insular possessions—Porto Rico, Hawaii, and the Philippines 
—while the balance comes principally from Cuba. 

Cane sugar is produced almost exclusively in Louisiana. 
Some sugar cane is raised in adjoining southern states but most 
of this is used for syrup making. Sugar beets are raised in 
California, Colorado, Idaho, Michigan, Nebraska, Ohio, Utah and 
Wisconsin—inland states, for the most part, where the freight 
rates on imported and Louisiana cane sugar make the cost of 
such sugar high. 

The raw sugar cane, domestic or imported, is brought by 
steamer to the refineries at the port cities along the Atlantic, 
Gulf and Pacific seaboards, and from these establishments is 
distributed by rail or water routes, in its refined form, to the 
various consuming centers or is exported to countries not well 
equipped with refineries. 


Tobacco and Tobacco Products 


The production of tobacco is, of course, an important branch 
of the agricultural industry, but the acreage devoted to tobacco 
is small compared with the area devoted to cereal crops, although 
the value of the prepared tobacco products is great. 

The United States produces more than half of all the tobacco 
consumed in the world, nearly a billion and a half pounds being 
produced annually. The crop is grown to a greater or less 
extent in 42 states, but its culture is greatest in Kentucky, North 
Carolina, and Virginia. Here two-thirds of the total crop is 
produced and tobacco exceeds all other crops in value. The crop 
occupied 1,665,000 acres in 1926 and the crop of 1,323,388,000 
pounds was valued at $245,175,000, farm value. 

The domestic crop and the imported stock from the Dutch 
East Indies, Cuba, Greece, Turkey, and Porto Rico, are worked 
up in cigar factories in Florida, New York, and elsewhere in the 
east, in cigarette factories in North Carolina, Virginia, and New 
York, and in other tobacco factories scattered throughout the 
Atlantic seaboard states, for smoking tobacco, plug and twist 
chewing tobacco, and snuff. These factories turn out a product 
valued at $1,090,000,000 a year, $665,000,000 of which represents 
value added in manufacture. 

The leaf tobacco is forwarded to the factories from the pro- 
ducing areas by railroad and is stored in warehouses where the 
goods are aged before being worked up. The finished product 
is forwarded from the plants in carload lots or in large less than 
carload quantities to the wholesale distributors for distribution 
in the domestic trade or to the ports for export to all parts of 
the world. The export trade in tobacco is important, over 36 
per cent of the crop finding its way abroad as manufactured or 
unmanufactured goods. The export of tobacco constitutes nearly 
three per cent of the total exports of the United States in value, 
amounting to nearly $140,000,000 in value in 1926. In the domes- 
tic trade, the internal revenue tax on tobacco products is an 
important source of national revenue, yielding over $370,000,000, 
or $3.17 per capita, in 1926. 

The following table indicates the acreage, quantity produced, 
yield per acre, and value of leading agricultural products of the 
United States in 1926: 


Crop Production 


Yield per acre Value 
GE o0ceses go, 192, 500 3; ery 031,000 bushels 26.6 bushels $1,703,430,000 
Wheat < 56,5 6, 00 2/305, 000 bushels 14.7 bushels 997,589,000 
SEE centiwke 44,394,000 1,253°739'000 bushels 28.2 bushels 499,531,000 
ae 8,200,000 191,181,000 bushels 23.3 bushels 109, +44 000 
Te scsenee 3,513,000 40,181,000 bushels 11.4 bushels 33,416, "000 
SS Bree 72,346,000 96,362,000 tons 1. . tons i; 317, 207, 000 
Potatoes -. 3,151,000 356,360,000 bushels 113.1 bushels 504,933, "000 
wee 
Potatoes . 688,000 53,912,000 bushels 78.4 bushels 69,444,000 
Cotton .....47,653,000 17,911, 000 bales 181.9 pounds 1,016,340,000 
Cotton Seed.......... 8, 267, 000 tons 154,089,000 
Tobacco ... 1,665,000 1, — 1388, 000 pounds 795.0 pounds 245,175,000 
Flaxseed .. oer eee 459, ‘000 bushels 6.7 bushels 37,775,000 
Me «vases 1,018,000 i 006, 000 bushels 41.3 bushels 44,988,000 
| “pena 707,000 127922'000 bushels 18.3 bushels 11,408,000 
rain 
Sorghum. 4,410,000 100,710,000 bushels 22.8 bushels 54,873,000 
Peanuts ... 852,000 626,866,000 pounds 735.8 pounds 28,214,000 
eee 1 576, 000 17,138,000 bushels 10.3 bushels 50,228,000 


Animal Products 


Closely allied with the agricultural industry is the great busi- 
ness of stock raising. Over five billion dollars worth of live 
stock is owned by American farm operators in 1927. Horses, 
cattle, mules, sheep, and swine are raised in many states, but 
the southwest and the corn producing states referred to previ- 
ously lead in the most important branch of live stock raising— 
cattle. The stock raised in the western states is moved by 
railroad to the corn belt states for fattening before being shipped 
to the packing centers for slaughter. Grass abounds on the 
western ranges but corn is scarce. It is more economical to 
ship the grass-raised steers to the corn states for a season of 
fattening than to send them directly to market or to move the 
feed west to the ranges. From the corn belt the fattened cattle 
are brought to the packing houses of Chicago, Denver, East 
St. Louis, St. Joseph, Kansas City, Sioux City, Omaha, Fort 
Worth, Peoria, St. Paul, and the east, where they are slaughtered. 
The meat, fresh and canned, is sent in huge quantities by refrig- 
erator cars and ordinary freight to the distribution centers in 
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each section of the country, whence it is moved to the eop. 
suming cities. 

The by-products—hides, fat, and waste—are forwarded to 
the tanneries, soap factories, and fertilizer plants in various digs. 
tricts, where the waste products are converted into leather, 
soap, and valuable fertilizer. These products, in turn, are dis. 
tributed through jobbers and merchants to the industries ang 
consumers needing them. The internal economies resulting from 
the utilization of by-products is one of the marvels of American 
industrial organization. 

Swine are raised largely in the corn producing states and 
are moved directly from the farms of these districts to the 
packing houses. 

Sheep are important in the western plains and the upland 
regions of the far west. The increasing settlement of western 
lands formerly used for sheep raising has decreased the volume 
of sheep production and has placed this branch of stock raising 
last in importance. Wool is not produced in sufficient quantities 
to supply domestic needs and much is imported from Australia 
and the Argentine. 

Horses and mules are raised for draught animals in widely 
scattered areas. The number of animals of these two kinds 
raised annually is decreasing, due to the increasing popularity 
of motor-propelled vehicles and farm machinery. 


Meat Packing 


The meat packing industry produces an annual product 
valued in excess of three billion dollars. This figure repre- 
sents the value of the animals and other raw materials, as well 
as the value added by manufacture. About 85 per cent of this 
amount represents live stock values and the rest is the addi- 
tional value created by slaughtering and packing. 

The principal products of the industry include fresh and 
cured meats, lard, sausage, oleo oil, hides, and the multitudinous 
by-products—hair, horns, hoofs, entrails, blood and hides. From 
the packing centers, located about midway between the sources 
of raw material and the larger consuming markets of the east, 
these products move to the cold storage warehouses and to the 
jobber and consumer. 

Although the United States leads the world in per capita 
meat consumption, there has still been an exportable surplus 
of between a quarter of a billion and a billion dollars annually, 
between 1919 and 1926. The foreign trade in meat products has 
recently shown wide variations, due to the failure of the beef 
producing industry to keep pace with the increasing population, 
the unsettled conditions in Europe during and after the war, 
and the appearance of new sources of meat supply. 


Poultry and Dairy Products 


Poultry and eggs are products of animal husbandry im- 
portant in the domestic trade of the United States. These prod- 
ucts are closely allied to the packing house products, requiring 
the same sort of transportation service and moving through 
mueh the same trade channels. 


Dairy Products 


Dairy cows valued at between a quarter and a half billion 
dollars are owned in the United States and the number is stead- 
ily increasing. Dairy products, including fresh butter, con- 
densed and evaporated milk and cheese are produced in large 
quantities in New England, eastern and central states. Wis- 
consin leads in dairy products, closely followed by New York. 
From these areas butter, canned milk and cheese are distributed 
in refrigerator cars and by freight and express throughout the 
country. Fresh milk used in the large cities is produced on 
farms close by and brought in by motor truck and rail. Some 
dairy products are moved to the port cities for export, although 
most of the products are needed for domestic consumption. 


RAILROAD FUEL OIL CONSUMPTION 


Increased prices of fuel oil, especially in the south central 
states, and increased efficiency in its utilization, especially in 
California, Texas and Louisiana, caused a slight decrease in 
the consumption of fuel oil by the railroads of the United States 
in 1926, according to a study of fuel oil consumption by Arthur 
H. Redfield, assistant economic analyst of the Bureau of Mines 
of the Department of Commerce. According to Redfield, the 
consumption decreased 0.9 per cent, taking all the three classes 
of railroads as a unit. Class I railroads increased fuel con- 
sumption 0.53 per cent in 1926 over 1925, but reduced their 
consumption of fuel oil 0.383 per cent, from 69,461,119 barrels in 
1925 to 68,836,850 barrels in 1926. The total purchase of fuel 
oil in 1926 was 71,446,956 barrels by the three classes of roads. 
The railroads added 2,610,100 barrels to their stock of fuel oil. 
Their stocks at the end of 1926 amounted to 16,541,845 barrels, as 
compared with 13,931,739 barrels in the preceding year. 

Purchases were amde by 152 railroads, but only two systems 
bought more than 5,000,000 barrels. Those two jointly consumed 
more than half of the fuel oil burned in 1926. Only six bought 
between 2,000,000 and 5,000,000 barrels. Nineteen bought be- 
tween 500,000 and 2,000,000 barrels, 12 between 100,000 and 
500,000 barrels and 8 between 50,000 and 100,000 barrels. Ninety- 
eight bought fewer than 50,000 barrels. 
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Unequalled facilities for transporta- 
tion by rail or by water, cheap fuel, 
abundant electric power, unlimited 
supply of cheap water, and the great- 
est potential local market in the world 
(the Chicago metropolitan area) are a 
few of the considerations which make 
Hammond, in the Calumet District of 
Indiana, the most desirable location 
for mid-west manufacturing and as- 
sembling plants. Sites of all types are 
still available at reasonable prices. 
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MIDDLESEX 
TRANSPORTATION CO. 


Operating FAST FREIGHT SERVICE Between 


EW YORK = NEW BRUNSWICK, W.), 


Steamers Leave NEW YORK DAILY (Except Sundays) 
from PIER 16, NORTH RIVER, Foot of Barclay St., at 3 P.M. 


Telephone Barclay 8576 













eRIDGEWOOD 


Steamer Connections Made with and Freight Delivered to Leading 
Water Lines in New York Harbor 


Prompt and Reliable Service Guaranteed 


THE MIDDLESEX TRANSPORTATION CO. 


Also operate DAILY EXPRESS AUTO SERVICE 
Between Camden, Elizabeth, Jersey City, 
Newark, New Brunswick, Rahway, 
Trenton, Philadelphia 


And the following cities in New Jersey: 


Arlington .. N. J. | Harrison ....... N. J. | Perth Amboy...N. J. 
Bayonne ....... N. J. | Highland Park..N. J. | Philadelphia ..... Pa. 
Belleville ......N. J. | Hightstown ....N. J. | Plainfield ......N. J. 
Bloomfield .N. J. | Hoboken ......N. J. | Princeton -N. J. 
Bogota .......- N. J. | Irvington ..N. J. | Rahway ....... N. J. 
Bound Brook...N. J. | Jersey City.....N. J. | Raritan ....... N. J. 
Burlington ..N. J. | Kearney ....... N. J. | Ridgefi soe } 3 
arteret ....... N. J. Ms aoe senis N. J. | Ridgefield Park.N. J. 
RR. ccvcces N. J. | Linden ........ N. J. | Ridgew velle de 
oN. J. | Lodi ....cceees N. J. Roselle Park...N. J. 

Chrome ....... N. J. | Lyndhurst .....N. J. | Roselle ........ N. J. 
Clifton ........ N. J. | Maplewood .....N. J. | Rutherford oN. J 
Cranbury .N. J. ison ....... N. J. | Somerville .N. J. 
Cranford ...N. J. | Millburn ......N. J. | South Amboy...N. J. 
eevee ces N. J. town ......N. J. Oo e..N. J. 
Dunellen ......N. J. | Montclair .....N. J. th River....N. J. 
East Millstone..N. J. | Morristown ....N. J. | Springfield ....N. J. 
East Newark...N. J. | Metuchen .....N. J. | Summit ........ N. J. 
East Orange....N. J. | Mt. Holly......N. J. | Trenton ....... N. J. 
Ne. J. | Newark .......N. J. | Union Hill.....N. J. 

...N. J. | New Brunswick.N. J. | Weehawken ....N. J. 

Fanwood ......- N. J. | North Bergen. . J. es Or. a 
rfield ....... N. J. TANZE 22.000. J. | West Hoboken..N. J. 
Garwoed ......N. J. POR. cecceces N. J. West New York.N. J. 
Guttenbe: eeeeNe J. | Passaic ........N. J. | Woodbridge ....N. J. 
ieshencnck N. J. |! Paterson N. J. ' West Orange....N. J 
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EQUIPMENT SHORTAGE WARNING 


Alba B. Johnson, president of the Railway Business Associa- 
tion, in a circular to members, October 29, on the subject of 
“railway capital programs,” says: 


A serious situation seems to have developed in respect of Class Il 
railway equipment as reflected in the report of the Car Service 
Division, American Railway Association, released Oct. 27, covering 
nine months to Oct. 1. As has recently been usual, the installations of 
locomotives and cars were fewer than the retirements; but whereas 
heretofore through enlargement of units the total power and car 
capacity have constantly increased, the turn has come: The freight 
locomotive increments and modernizations since Jan. 1 were exceeded 
by retirements measured in tractive pounds of effort; and the car 
— Oct. 1 is only a quarter of one per cent greater than 
on Jan. 1. 


In detail: 

FREIGHT LOCOMOTIVES Pounds 
en ne: IIE ig irae .0'e's Gian Ra melee dete Gaee eee dai 1,842,992,000 
NN Beis Sse 8s IR Setete bis wdlele gindne~w ae ode 1,824,180,000 
Re CE SE LP eT ee 18,812,000 
or 1 and 2 hundredths per cent......ccccccseccccccs 1.02% 

FREIGHT CARS Tons 

ry I SN Occ alae dietela ee OC vie we'd wk vc e'nnslle Kees eneldeis 105,704,000 
MT g's Wheres digihats moeatiemewsuainaees saw OR Eas 105,968,000 
I I cb sr ocr tern oie ware: IIH, Mlb B/S eins, bier 264,000 
Or ae See Ge Oe Be cic bike serie cccsecoscveves 0.25% 


Traffic Emergency 


Apart from the anxiety which all concerned should feel over 
transport preparedness at any normal time, are we not confronted 
with a probabie traffic emergency in 1928? I allude to the strengthened 
buying-power of the farmers and to the impending resumption of 
low-priced automobile manufacture now held back for a demonstra- 
tion of the new Ford model. 

What was the capacity of good-order rolling-stock not in active 
service at the 1927 peak? 

Locomotives 


The latest equipment figures are for Sept. 15. Car loadings in 
that week reached the highest point thus far reported in 1927. On 
Sept. 15 good-order freight locomotives in storage numbered 3,820. 
The precise rating of these is not known. Some observers have 
assumed that stored power is almost always power nearest retire- 
ment. We are informed, however, by the Car Service Division that 
partial investigation seemed to show stored power more nearly equal 
in rating to the average locomotive. The following computation 
therefore estimates the average tractive power of good-order stored 
locomotives as equal to that of the average locomotive owned. On 
this basis the aggregate stored power was 184,384,000 pounds. Totai 
tractive power of freight locomotives owned was 1,824,855,000 pounds. 
Of this power, 15.1% was out of order. Assuming that under pressure 
the bad-order percentage could and would have been reduced to 13% 
(a point never yet reached) this would add to the good-order freight 
locomotives stored 38,322,000 pounds, giving tractive pounds available 
but not in use 222,706,000. This was the margin. The car loadings 
handled in the week of Sept. 17 were 1,127,613. Active power plus 
the margin could have loaded 116.3% of this or 1,311,414 cars. The 
largest such burden of all time was the peak car loading in 1926. 
The question is how great a future advance over that summit could 
be handled with equipment now existing. If high point in 1927 had 
equaled that of 1926—1,216,432—the 1927 power could have taken care 
of it with a margin left capable of 94,982 car loadings more, or 7.8%. 


Freight Cars 


Good-order freight cars not in use Sept. 15 numbered 149,367. 
Whatever the exact fact as to locomotives, cars are not selected 
for storage but are side-tracked wherever they happen to fall idle. 
Average capacity of stored cars therefore would approximate the 
general average. On that basis stored capacity was 6,798,000. Total 
car capacity owned was 105,967,000 tons. The bad-order percentage 
was 6.2%. Assuming that in a car famine the bad-order percentage 
could and would have been forced down to 5% (never yet attained) 
this would add to the good-order cars stored 1,272,000 tons, making 
car capacity available but not in use 8,070,000 tons. That was the 
factor of safety, or margin. Active power plus the margin could 
have loaded 108.7% of the Sept. 17 loadings, 1,127,613, or 1,225,715 
ears. If high point in car loading had equalled in 1927 that in 1926— 
1,216,432—the roads while performing that task would have had in 
reserve car capacity enough for only 9,283 car loadings, or eight- 
tenths of one per cent (0.8%). 


Exhaustion by Steps 


The question is how much of an increase in car loadings over 
the last high point (1,216,432 in 1926) would be required to exhaust 
present roliing stock. To judge what the traffic increase might 
presently be if general activity broadened it may be noted that from 
the 1925 peak, which scored what was then a new-car loading record, 
the increase in one year, at the 1926 peak, was 8.2%. Traffic increase 
may be likened to a flight of steps. Each step is one per cent. If 
there were no further reduction in locomotive power owned, the loco- 
motive supply would be exhausted before car-loadings had passed the 
seventh step, but at the current rate of net additions the freight car 
supply would be wiped out before car-loadings reached the second 
am a the 1925 peak to the 1926 peak, loadings rose more than 
eight steps. 


Prosperous Farmers 


What seems to be the prospects for 1928 traffic? 

Agricultural news leads us to count upon a combination of price 
level and size of production which will give the farmers a substantial 
enlargement of power to buy manufactures. The United States De- 
partment of Agriculture on Oct. 26 speaks of a ‘“‘marked improvement 
in the farm situation as compared with this time a year ago’’ and 
quotes the index of purchasing power of farm products in terms of 
non-agricultural products at 92 for September compared with 88 in 
August. On a total running into many billions a moderate percentage 
yields a gain capable by itself of turning an industrial and commercial 
recession into a vigorous resumption. 


After the New Ford 


Second only to improved farm prospects at this time is the extra- 
ordinary situation in the motor-car industry due to the temporary 
suspension of production by Mr. Ford. 

Our best information indicates the probability of a heavy increase 
in manufacture throughout a large part of the motor industry soon 
after the new Ford car gets into production. For three months to 
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Oct. 1 production of passenger automobiles was 730,340 com 
with 1,048,211 for the corresponding quarter of 1926. On a 12 
basis this represents a drop of more than 1,200,000 passeng 
out of about 3,800,000. Country-wide surveys in the industry indicate 
that at least 1,000,000 orders for passen er cars are being helg back 


pared 
-month 
er cars 


until the Ford model can be appraised. Dealers say that the un- 
certainty is passed ge | to intending buyers at every price level 
apprehending price or other changes. It is predicted that for a fey 
months after considerable supplies of the new Ford model are jn 
use on the roads, perhaps toward spring, many thousands of inteng- 
ing purchasers of low-priced cars will observe its performance, and 
when a judgment has been formed, will place orders either for the 
Ford or for some other make. This will be reflected in almost every 
branch of industry and trade. 7 
Oil 

Oil is now in surplus. Motorists shifting from cars which they 
now have to one or another new machine will increase their mileage 
under stimulus of novelty and enthusiasm; new car users will further 
swell fuel consumption. 


Motor Accessories and Supplies 


Mills fabricating car parts or materials will go on full time. Other 
consumers of some of the same goods will protect themselves with 
orders covering a longer period of need than has recently been 
customary. Motor car supply factories, as well as many assembly 
plants, will carry out suspended plans for new machinery and build- 
ings. We shall see a large-scale resumption of activity in the 
machinery and construction lines. 


General Business 


Employment and payrolls being fuller, individual consumption wil] 
be larger for shelter, furniture, food, clothing and luxuries. In short, 
the country will see that vast expansion of production and trade 
which ramifies from resumption in any occupation so vast as agri- 
culture or the automotive industry, and in the latter case the turn 
will be sudden rather than gradual because waiting upon a particular 
expected event unpredictable in detail yet inevitable in one form or 
another within a few months. 

Improvement is reported in New England textiles. 

Manufacturers’ and dealers’ inventories generally are reported 
low. Replenishment of supplies in every line will complete the maxi- 
mum activities realizable from such an upturn in production. 

Already as of September there is a let-up in mercantile failures, 
both number and amount of liabilities. Although still above 1926, 
these were the lowest this year, while banking suspensions for the 
third quarter involved well under one-third the liabilities a year ago 
and were the lowest since 1922 except 1925. Manufacturing insolven- 
cies are still showing the strain of low margins of profit aggravated 
by reduced volume. With relief in the form of increased business 
this showing should be much improved. 

Banking reports indicate that an expansion of business such as 
these circumstances promise can be readily financed. 

In addition to the freight originating in general industry, trade 
and agriculture every railroad manager will face a great source of 
traffic on the rails of his system—namely, tonnage of other railroads 
enlarging their facilities. EXvery road, moreover, will be carrying 
materials of its own. 


The Struggle for Private Ownership 


For our railways to cope successfully with this emergency is of 
prime consequence to their owners and managers as well as to the 
public. When the railways were returned in 1920, the paramount 
responsibility of management was to demonstrate that private owner- 
ship could satisfactorily serve the public. Only so could they perma- 
nently discourage effort? toward another federal seizure. They have 
done it. Never was there so little criticism. Is it certain that this 
gratifying condition can continue in case of traffic increase substan- 
tially larger than we have seen of late? Evidently 1928 will bring 
a severe test. At each juncture from now on the preservation of 
private ownership will be a struggle between satisfactory service on 
the one hand and Plumb plan or other government-ownership propa- 
ganda on the other. 

Problem of Management 


Work performed per unit of power and per unit of car capacity 
is the resultant of all factors in railway operation and management 
and of cooperation by shippers. ‘‘Car shortage’’ is the form in which 
the ultimate consumer, the shipper, sees a lack of facilities. As the 
Interstate Commerce Commission remarked on one of the several 
occasions when traffic has overwhelmed the carriers, “In some cases 
it is simply a lack of cars, in others insufficient tracks and motive 
power, in still others wholly inadequate freight yards and termina! 
yards.”’ One ingredient in the remedy is to supersede obsolete types 
in rolling stock, track appliances, signaling and shops and to modern- 
ize units still usable. Nobody but the management of the individual 
railway is competent to judge what measures are called for. Is it 
not, however, timely to emphasize to railway owners and managers 
the impending condition? 

The Car Service Division reports freight cars on order Oct. 1, 
1927, as 14,833 (and these we are informed include some for private 
refrigerator companies)—compared with 16,846 Oct. 1, 1926; locomo- 
tives on order, 134 (and these orders include passenger as well as 
freight locomotives)—compared with 443 a year aso. 

Since 1923 it has been the custom of the American Railway Asso- 
ciation to estimate after three months’ experience in each calendar 
year capital programs as reported through questionnaire by the several 
systems for the balance of the year. Under the circumstances, do 
you not think it desirable that those charged with railway manage- 
ment and direction should be urged to consider, if not already contem- 
plating, immediate adoption of programs for the balance of 1927 and 
for 1928? 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
October 15-22, inclusive, was 151,893, as compared with 153,317 
cars in the preceding period, while the average daily shortage 
was 2,151 cars, according to the car service division of the 
American Railway Association. The surplus was made up as 
follows: 


Box, 67,231; ventilated box, 206; auto and furniture, 10,966; total 
box, 78,403; flat, 6,180; gondola, 25,229; hopper, 25,376; total coal, 50,605; 
coke, 549; S. D. stock, 11,526; D. D. stock, 1,641; refrigerator, 1,800; 
tank, 214; miscellaneous, 975. 


The shortage was made up of 100 box, 3 flat, 78 gondola, 
41 hopper, and 1,929 refrigerator cars. 

Canadian roads reported a surplus of 6,600 box, 200 auto and 
furniture, 700 flat, and 500 S. D. stock cars. 
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pag NSS CITY, KANSAS, the 
Wey largest city in Kansas, is located 
at the confluence of the Kansas 
and Missouri Rivers on the east- 
ern boundary of the state, within a few 
miles of the geographical center of the 


United States. 


Kansas City, Kansas, has grown from a 
city of 51,000 in 1900 to a city of more 
than 126,000 in 1927. 





The bank clearings of Kansas City, Kansas, reached 
$220,000,125 in 1926, divided among twenty state 
banks, two national banks and one trust company. 


There are 12 building and loan companies with total 
resources of $8,000,000 in this city. 


The Kansas City area is served by twelve trunk 
line railroads and four electric lines connecting the 
city with its immediate neighbors. 


Kansas City is the Western Terminus of the Great 
Inland Waterways, recently approved by the Gov- 
ernment, for the improvement of which appropria- 
tions have already been made. This city has eight 
and one-eighth miles of water front, most of which 
is on the deep side of the Missouri River Channel. 


There is a total of 257 manufacturing establish- 
ments in the city, chief among which are its packing 
plants, flour mills, and soap manufacturing com- 
panies. 


Kansas City, Kansas, offers many opportunities for 
manufacturers, but its beautiful residential districts, 
its boulevards, parks, monuments, theatres, clubs, 
schools and churches must not be overlooked. 
[ext Complete Information about ber | 


enterprising town write to the Chamber 
of Commerce, Kansas City, Kansas 


KANSAS CITY SOUTHERN RAILWAY CO. 


Kansas City, Kans., World War 
Memorial Building 


New Wyandotte County Courthouse, 
Kansas City, Kans. 
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N. A.:R. U. C. CONVENTION 


The National Association of Railroad and Utilities Commis- 
sioners, at its Dallas convention, considered, but did not adopt, 
a resolution urging the President of the United States, in filling 
vacancies on the Commission, to appoint men qualified to take 
up their regulatory duties at once. In a brief discussion on the 
last day of the convention, it developed that some of the mem- 
bers thought the resolution might be construed as being a bid 
for the appointment of state commissioners to the Commission 
or that the President was, in effect, being told what he should 
do. The resolution, which follows, made no reference to ap- 
pointment of state commissioners and was simply an appeal to 
the President to appoint qualified men: 


The National Association of Railroad and Utilities Commissioners, 
representing in its membership the railroad and utilities commissions 
and boards of forty-seven states, assembled at Dallas in its thirty- 
ninth annual convention, one of the most largely attended in its 
history, for the purpose of considering the problems which confront 
regulatory authorities, state and national, and of making such recom- 
mendations respecting legislation or other governmental actions as, 
upon due consideration, appear to be demanded in the public interest, 
having considered that the term of one Interstate Commerce Com- 
missioner will expire on December 31, 1927, and that it is commonly 
understood that another of said commissioners has tendered his 
resignation to the President, has hereby: z 

Resolved, That the members of this association, intimate with the 
situation which confronts the Interstate Commerce Commission, and 
knowing the multitude and magnitude of its duties, and the long 
delays which, even when that tribunal has been composed of experi- 
enced regulators, have attended the disposition of cases before it, do 
view with serious concern the matter of appointments soon to be 
made to that Commission. 

Resolved, further, That, while this association adheres to its un- 
broken policy of refraining from endorsing any particular person for 
appointment to any office, it nevertheless most respectfully urges 
upon the President the great necessity for the appointment to the 
Interstate Commerce Commission of men who by actual training and 
experience in regulatory work, and by knowledge of transportation 
matters, are prepared immediately to perform the duties resting upon 
members of that Commission. 


Resolved, further, That in the judgment of said association such 
necessity is in the nature of a ee exigency, by reason of the 
condition of the Commission’s docket, and the great volume of busi- 
ness now pending before it, including the Rate Structure Investigation 
commanded by Congress, now in progress, involving all the freight 
rates of the entire country. 


A resolution declaring in favor of amendment of the inter- 
state commerce act so that members of the state commissions 
and their assistants, when traveling on official business, may 
receive free transportation from the railroads, was adopted. It 
— presented by Thomas E. McKay, of Utah. The resolution 
follows: 


Whereas, the effective and satisfactory regulation of the railroads 
of the country, engaged in the transportation of commerce both intra- 
state and interstate, requires close cooperation between the regulatory 
commissions of the states and with the Interstate Commerce Com- 
mission and frequent conferences which must be attended by state 
commissioners and state commission employes in Washington and 
elsewhere; and 


Whereas, the interstate commerce act, as amended by the trans- 
portation act, 1920, specifically provides for cooperation between the 
Interstate Commerce Commission and such state regulatory com- 
missions, and for the utilization by the Interstate Commerce Com- 
mission of the forces and facilities of the state commissions in the 
performance of its duties under the act; and 

Whereas, under the laws of many states, for the promotion of 
effective regulation of railroads in the public interest, it is made the 
duty of such railroads to provide transportation without charge to 
commissioners and commission employes while engaged in the per- 
formance of their duties; and 


Whereas, by the provisions of the interstate commerce act such 
transportation without charges is forbidden to be provided upon in- 
terstate journeys; and 


Whereas, the necessity for interstate travel, which has greatly 
increased since the enactment of the transportation act, 1920, and 
since the development of cooperation between state and federal com- 
missions, has placed a heavy burden upon the state commissions, 
which some of them are unable to meet, to the hindrance of the 
fullest measure of cooperation; 


Therefore, be it resolved: That this association recommends such 
amendment to paragraph (7), section 1 of the interstate commerce 
act as shall include among the classes excepted from the inhibitions of 
that section members of state regulatory commissions and their as- 
sistants while traveling on official business. 


Other resolutions adopted, not set forth in The Traffic World 
last week, follow: 


Relatin 
by H. M. 
mission: 

Resolved, That, in the exercise of the power conferred upon the 
Interstate Commerce Commission to remove discrimination between 
interstate and intrastate rates, or to prevent the intrastate rates 
burdening interstate commerce, when such intrastate rates are under 
attack by the carriers or others under section 13 of the act to regu- 
late commerce, the order of the state regulatory body shall be prima 
facie evidence of the reasonableness and lawfulness of the said rates, 
and the same shall not be set aside by order of the Interstate Com- 
merce Commission unless that Commission shall find from competent 
evidence, which shall include a showing as to operating costs, includ- 
ing taxes and depreciation and a fair share of the return upon the 
investment and property devoted to the public use, that the said intra- 
state rates are unreasonable. 


Relating to the allocation and segregation by state lines and by 
divisional lines of rate territories of the operating expenses of steam 
railroads, presented by A. J. Maxwell, of North Carolina, chairman 


of the special committee of state commissioners on I. C. C. classifica- 
tion of accounts: 


to section 13 of the interstate commerce act, presented 
later, transportation rate expert, Illinois Commerce Com- 
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Be it resolved, That the Interstate Commerce Commission be re. 
quested to extend its investigation under Ex Parte No. 91, Genera] 
Revision of Accounting Rules for Steam Railroads, to cover an jn. 
quiry by the Commission, with the assistance of its staff of account- 
ing experts, into accounting rules and regulations for allocating ang 
segregating by state lines and by divisional lines of rate territories 
operating expenses, upon such basis of allocation as will be prac. 
tical in application and that will fairly disclose the net operating jn- 
come in each state and in each rate territory, to the end that net 
operating income by state lines and by rate territorial lines may be 
fairly disclosed in reports by Class 1 carriers to the Interstate Com- 
merce Commission and to such state commissions as may approve the 
formula adopted by the Interstate Commerce Commission. 

Resolved, further, That the president of this association be re- 
wens to present this resolution to the Interstate Commerce Com- 
mission. 

Relating to amendment of the judicial code respecting restrain- 
ing orders and injunctive process in cases involving the rights of 
states, presented by Francis Williams, of Louisana: 

Be it resolved by the National Association of Railroad and Utili- 
ties Commissioners in convention assembled at Dallas, Texas, that 
this body respectfully petitions the Congress of the United States 
to amend the judicial code of the United States so as to provide that: 

“In any controversy, cause or suit before any court of the 
United States, to which a_ state is a party, it shall be the duty of 
the courts of the United States to grant all restraining orders and 
injunctive process necessary for the protection of the rights of the 
said state, and to continue such restraining orders or injunctive pro- 
cess in full force and effect until such time as the controversy or’ 
suit is finally determined by the Supreme Court of the United States, 
or is abandoned or withdrawn by the said state.’’ 


The resolution asking for an appropriation by Congress to 
meet costs incident to cooperation between the state and 
federal commissions was modified, before final adoption, so that 
no specific sum was asked. As driginally drafted, the resolution 
asked an appropriation of $100,000. The report in The Traffic 
World last week to the effect that $100,000 was asked was in 
error. 

The text of the resolution against repeal of the Hoch-Smith 
resolution, which was adopted, follows: 


Resolved, That this association is opposed to the repeal of the 
Hoch-Smith resolution, so-called, or to any amendment thereof, 
which shall affect the principle therein declared, that the products 
of agriculture, including live stock, shall be accorded the lowest pos- 
sible lawful rates. 


The next convention will be held at Glacier Park, Montana, 
opening September 13, 1928. This was determined by a vote 
of the convention which overturned a recommendation of the 
committee on time and place in favor of Boston and a later 
convention date. 


DOINGS OF. THE TRAFFIC CLUBS 


The Traffic Club of Tulsa held its annual fall banquet at the 
Mayo Hotel October 19. E. L. Copeland, secretary-treasurer of 
the Santa Fe, was the principal speaker. He outlined the im- 
portance of traffic management in modern industry and business. 
He said the traffic manager was the key to scientific transporta- 
tion and regulated the steady and profitable flow of commerce. 
W. W. Atterbury, president of the Pennsylvania, and other offi- 
cials of that road were guests. General Atterbury made a short 
talk... W. W. Stumph, traffic manager, International Supply Com- 
pany and president of the club, presided. The weekly luncheon 
was held November 1. R. C. Sharp, president of the Oklahoma 
Natural Gas Company, was the principal speaker. He spoke 
in the interest of the Community Chest Fund, of which he is 
chairman. Harold W. Roe, traffic manager, Mid-Continent Pe- 
troleum Company, was appointed chairman of a committee to 
represent the club in the drive. 


The Co-Operative Traffic Association of New York will hold 
its next meeting at the Sixty-ninth Regiment Armory Novem- 
ber 10. 


The Junior Traffic Club of Chicago held a meeting at the 
Palmer House November 8. Dr. Frank W. Dignan spoke on “Bet- 
ter Business Letters.” Through the courtesy of Warren W. 
Brown, freight traffic representative, N. Y. C. & St. L., moving 
pictures of the Tunney-Dempsey fight were shown. 


W. W. Atterbury, president of the Pennsylvania, and other 
officials of that line were guests of the San Antonio Traffic Club 
October 17. Other guests were Major General Ernest D. Hinds, 
Major General William D. Connor, Brigadier General Paul B. 
Malone and Lieutenant John Hinds. A ticket of nominations was 
presented by R. V. Dover, chairman of the nominating commit- 
tee. The annual ‘election will be November 7. 


The Los Angeles Traffic Club will hold its sixth annual ban- 
quet and dance jointly with the Women’s Traffic Club of Los 
Angeles at the Alexandria Hotel November 10. The banquet is in 
honor of Harry R. Dorr, president of the traffic club, and Ger- 
trude B. Sears, president of the women’s club. 





The Traffic Club of Newark will hold its annual meeting and 
election of officers November 7. There will be dinner, music and 
other entertainment. The following nominations have been pre- 
sented by the nominating committee: President, R. W. Tims; 
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first vice: president, D. R. Crotsley; second vice president, James 
L. Hughes; treasurer, Fred A. Fiedler; board of governors, R. J. 
Hanson, T. M. Goldsborough and Robert W. Mulhearn. 





The Milwaukee Traffic Club will hold a “Turkey Night” at 
the Plankinton Hotel November 14. Members are asked to bring 
officials of their companies who are not members of the club. 





At a meeting of the Traffic Club of Minneapolis November 
3, Homer B. Hulbert, F. R. G. S., “envoy of the Emperor of 
Korea to the United States and six European countries,” and 
twenty years in Korean government work, spoke on “The Fir- 
ing Line of American Business.” The club will hold its fifteenth 
annual banquet at the Nicollet Hotel December 1. 





The Transportation Club of St. Paul held a meeting Novem- 
ber 1. Action on a motion adopted by the officers and directors 
recommending discontinuance of membership in the Associated 
Traffic Clubs of America was postponed to November 15. En- 
tertainment was furnished by the Northern Pacific Girl Enter- 
tainers and Howard Melaney, “Northern Pacific Singing Fire- 
man.” A dance will be held at the Weequah Canoe Club Novem- 
ber 7. Formal invitations have been sent to the {'win City Wom- 
en’s Traffic Club, St. Paul Passenger Association, and the Rail- 
way Business Women’s Association. 





At the October dinner-meeting of the Traffic Club of Syra- 
cuse, D. T. Lawrence, chairman of the Official Classification Com- 
mittee, spoke on the work of his committee and made an appeal 
for fair dealing and consideration on the part of shippers hav- 
ing classification matters to adjust. Addresses were also made 
by Paul Shipman Andrews, dean of the law college of Syracuse 
University, and formerly assistant attorney general of the United 
States, and Charles G. Jarvis, resident manager of Foster & 
Adams. 





The Pacific Traffic Association will hold a meeting at the 
Palace Hotel November 11. J. Frederick Richardson, aviation 
authority, will speak on “The Future of Aviation as a Means of 
Transportation.” George Culbert, vice president of the associa- 
tion, will be chairman. 





The Traffic Club of Philadelphia will hold a dinner-meeting 
at the Bellevue-Stratford November 14. John J. Cornwell, ex- 
governor of West Virginia and now general counsel of the B. & 
O., will be the speaker. J. F. Schrader, division counsel, B. & O., 
will be toastmaster. The B. & O. Mount Clare Band will furnish 
music and a program will be presented by the B. & O. Glee Club 
of seventy male voices, with Mrs. Hilda Hopkins Burke as solo- 
ist. The program will be broadcast. A nominating committee 
will be elected. 





The Chicago Traffic Club will hold an “Armistice Anniver- 
sary Luncheon” at the Palmer House November 10. Major Gen- 
eral William Lassiter, commander sixth corp area, United States 
army, will be the speaker. Other guests will be officers of the 
army, navy, marine corps, national guard, army reserve, and 
navy reserve. There will be a program of military music. 





The Railway Business Women’s Association of Chicago will 
hold its second annual banquet at the Congress Hotel November 
12. Dancing will follow the banquet. 





The Los Angeles Transportation Club held an open forum 
meeting at the Builders Exchange Building November 2. Phil 
Jacobson, secretary of the California Interurban Motor Freight 
Association, spoke on the “Status of Taxation and the Advan- 
pens of Rate Regulation.” The committee on trucking was in 
charge. 





The Transportation Club of Louisville will hold its fall din- 
ner-meeting at the Brown Hotel November 15. A special com- 
mittee appointed from the railroad passenger departments is in 
charge. 





The Traffic Club of New England will hold a “Canadian Night” 
at the Copley-Plaza November 15. The Rev. Canon Allan P. 
Shatford, rector of the Church of St. James the Apostle, Montreal, 
will be the speaker. There will be a program of entertainment. 
The following officers have been nominated, to be voted on at 
the annual meeting, December 8: President, Charles H. Emery, 
general manager of New England, American Railway Express; 
vice-presidents, Seward W. Jones, treasurer, Jones Brothers 
Company; R. Van Ummerson, freight traffic manager, Boston 
& Maine; G. F. Ravenel, manager, International Mercantile 
Marine Company; Edward Dana, general manager, Boston Ele- 
vated Railway; secretary-treasurer, P. L. Stuart, New England 
traffic manager, American Republics Line; directors (two years), 
William A. Morris, city manager, American Railway Express; 
B. F. Curtis, traffic manager, Norton Company; W. B. Fowlie, 
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traffic representative, American Agricultural Chemical Company: 
W. H. Morrison, general agent, Lehigh Valley; Charles H, May. 
nard, agent, Merchant & Mines Transportation Company; J. y 
Gall, assistant general freight agent, Boston & Maine; angq 
William King, freight claim agent, N. Y., N. H. & H. 





Personal Notes 
— 


W. S. Crowl, traffic manager of the Michigan Alkali Com. 
pany, Wyandotte, Mich., fell dead on the golf links of apoplexy 
Thursday of last week. 

Richard A. Zwemer and James W. Casey have opened law 


offices in Chicago. They will engage in general law Practice, 
with special attention to corporation and interstate commerce 
matters. Mr. Zwemer was formerly associated with H. C. Lust 
and later with Huff and Cook, in Chicago, prior to which he 
was traffic manager for the Sioux City Live Stock Exchange. 
Mr. Casey was associated with Huff and Cook and prior to his 
practicing as a lawyer was traffic manager for Spiegel, May 
and Stern. 

G. A. Crueger has been appointed soliciting freight agent, 
Norfolk & Western, at New York. 

James B. O’Rear has been appointed general manager, Frank. 
fort & Cincinnati, succeeding G. M. Richards, Jr. R. P. Sohan 
has been appointed general freight and passenger agent at 
Frankfort, Ky. 

Roy E. Ross has been appointed traveling freight agent, 
Michigan district, Virginian Railway, succeeding Charles J. Seel, 
resigned. 

E. L. Speer has been appointed assistant yeneral freight 
agent, C. B. & Q., at St. Joseph, Mo., succeeding }’. E. Hollings. 
head, who died. Paul Anderson has been appointed division 
freight and passenger agent at Hannibal, Mo., succeeding Mr. 
Speer. B. G. McCarthy has been appointed commercial cgent 
at Atchison, Kan., succeeding Mr. Anderson. F. W. Schmidt 
has been appointed commercial agent at St. Joseph, Mo., suc. 
ceeding Mr. McCarthy. G. A. Tauchman has been appointed 
traveling freight agent at St. Joseph, succeeding Mr. Schmidt. 
A. R. Brown has been appointed commercial agent at Oklahoma 
City. 


MEN IN TRANSPORTATION 





Advocates of development of inland waterway transporta- 
tion have a “fighting” leader in Major General Thomas Q. Ash- 
burn, chairman and executive of the Inland Waterways Corpora- 


tion, the government’s barge line agency. When he was as- 


signed to the inland and coastwise waterways service of the 
War Department in 1920, the general, who had been on the firing 
line in the World War, began fighting for the government barge 
lines. Congress liked so well the way he performed his duties 
that in 1924 it promoted him to the rank of brigadier general 
and in 1927 to the rank of major general. 

General Ashburn has had contact with transportation mat- 
ters throughout his service in the United States Army. Bor 
in Batavia, O., he was graduated from West Point in 1897. His 
experience with transportation began in 1899 as quartermaster 
of the thirty-third U. S. volunteer infantry. At the close of the 
World War he was ordered to Washington in June, 1919, and 
became chairman of the War Claims Transportation Board. 
Later he was placed in charge of water transportation of the 
United States Army and was made executive of the transporta- 
tion service and acting chief of transportation of the army. 
He supervised the movements of Russian and other refugees 
from Port Arthur to southern Mediterranean ports and personally 
took charge of the repatriation of German prisoners, delivering 
them at Rotterdam. He has served as transport quartermaster, 
depot quartermaster in charge of transportation, and coast de 
fense quartermaster at Corregidor, Philippine Islands, where he 
had supervision of the operation of a railroad and a fleet of 
nine vessels from December, 1913, to December, 1915. 


When the transportation act became effective March 1, 1920, 
General Ashburn had the choice of remaining in the transporta 
tion service of the army or of embarking on a semi-military 
project of developing the inland and coastwise waterways serv 
ice. He went with the latter service and later became its chief. 
He has carried his fight for the barge lines before congressional 
committees, the Interstate Commerce Commission and the public. 
He has urged coordination of rail, water and highway trans 
portation and has been the moving force back of the appeals 
to the Commission for establishment of barge and rail routes and 
rates, contending that unless such routes and rates were estab- 
lished inland waterway transportation could not “come back. 
General Ashburn was not satisfied with the conditions under 
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which the inland and coastwise waterways service was required 
to operate the barge lines on the Mississippi and Warrior rivers. 
In his annual report for 1923 he advocated the creation of the 
Inland Waterways Corporation to remove some of the restric- 
tions that were confronted under the old system. In 1924 Con- 
gress passed the act creating the corporation, with a capitaliza- 
tion of $5,000,000. The government bought $3,000,000 of the 
stock in 1924 and has since acquired the remainder of it. Adop- 
tion of this method of financing made unnecessary annual appeals 
to Congress for appropriations. On the basis of government 
bookkeeping methods, that is, not taking into consideration such 
items as interest, or taxes that would have to be paid by a 
private operator, the barge lines, up to 1926, had an annual 
deficit of approximately $1,000,000. In 1926 they took in more 
than they paid out and did not have a “deficit” as in previous 
years. The House committee on interstate and foreign com- 
merce, in a report, February 8, 1927, on a bill amending the 
inland waterways corporation act, said that General Ashburn 


MAJOR GENERAL T. Q@. ASHBURN 


had managed the corporation with such success that the board 
of advisers of the corporation and the Secretary of War felt 
that his compensation should be increased to that of a major 
general while he continued in charge of the affairs of the cor- 
poration. The bill was passed. Congress, in 1924, had created 
for him the rank of a brigadier general. So far as is known, he 
is the only officer of the army who has been promoted twice 
by act of Congress. 

General Ashburn has served in Cuba, the Philippines, France 
and Germany. He was wounded in action on November 6, 1918, 
in the World War. At one time in that war he was in command 
of two brigades of field artillery, aggregating 10,000 men and 
144 guns. The silver service star has been awarded to him 
by the United States for distinguished gallantry in action. The 
Croix de Guerre was awarded him by France for unusually meri- 
torious conduct in the fighting around Verdun, and the Legion of 
Honor also was given him by the French for distinguished serv- 
ices in the severe fighting east of the Meuse in October, 1918. 
—S. H. S. 


TRAFFIC LEAGUE ANNUAL DINNER 


The speakers and their subjects at the annual dinner of the 
National Industrial Traffic League, to be held in connection with 
the annual meeting, at Chicago, November 16 and 17, will be 
as follows: Walter H. Newton, congressman from Minnesota, 
“Transportation Legislation in the Next Congress,” and W. M. 
W. Splawn, formerly president of the University of Texas, “Some 
Foreign Experiences with Government Ownership.” The dinner 
will be held at the Palmer House the evening of November 16. 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront ie pea dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ‘ : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


x 2, 
™ > 


Liability of Connecting Carriers for Injury to Passenger 

Ilinois.—Question: A through passenger ticket is bought 
from A to B over three railroads. The tickets are lost while 
rightfully in possession of the Pullman conductor of the inter. 
mediate carrier. The conductor disappeared and could not be 
found. The passenger had to buy a new ticket to reach his 
destination. Are the carriers liable jointly? Are they liable 
severally? Please cite authorities. 

Answer: In Stewart vs. Baltimore, etc., R. Co., 88 N. Y.S. 377, 
it was held that where a passenger’s ticket has been taken from 
him, and not returned, he may buy another ticket and sue the 
carrier for its price. 

The fact that a passenger rides on a palace or sleeping car 
attached to a train under a contract with the palace or sleeping 
car company owning such car, does not relieve the railroad 
company from its ordinary obligations and duties to such pas- 
sengers; but in such cases, in all matters relating to the safe 
and comfortable transportation of the passengers, the conductor, 
the porter, and other employes on such cars are regarded as the 
employes of the railroad company, for whose carelessness or 
negligence in causing injuries to passengers thereon, it is liable. 
Penn. Co. vs. Roy, 102 U. S. 451; Rogers vs. R. Co., 103 Atl. 878, 
106 Atl. 734; R. Co. vs. Corry, 99 S E. 881 Both the railroad 
company and the sleeping car company are jointly and severally 
liable for injuries caused to passengers on a sleeping car through 
the negligence or wrongs of the sleeping car company’s em- 
ployes in respect to the passenger’s transportation. Pullman 
vs. McGowan, 210 S. W.. 842; Taylor vs. Wabash R. Co., 109 
S. W. 1059. By the weight of authority in the absence of a 
special contract for through transportation, the sale by a carrier 
of an ordinary coupon ticket for transportation over its own 
and an independent connecting line does not give rise to a con- 
tract for through transportation, but the initial carrier acts as 
principal merely with reference to its own line and as agent 
of the connecting carrier contracting for transportation over the 
connecting line; and the right of the purchaser and the respon- 
sibility of the different companies are the same as though sep- 
arate tickets had been purchased by him from each, and each 
is responsible only for the acts of its own agents and for injuries 
suffered on its own line, or for the fault or negligence of its 
employes while running its cars on the connecting line. Chicago, 
etc., R. Co. vs. Mulford (Ill.), 44 N. E. 86; 232 S. W. 348. 

Where the contract of the carrier selling the ticket is for 
through transportation, it is the principal, and the connecting 
carrier continuing the transportation of the passengers under 
such ticket is the agent of the carrier selling the ticket for the 
purpose of carrying out the contract of transportation, and in 
such case the carrier selling the ticket will be liable for any 
fault of the connecting carrier or its employes. Lehigh Valley 
R. Co. vs. Dupont, 128 Fed. 840; Chicago, etc., R. C. vs. Dumser 
(Ill.), 43 N. E. 698; Pethrow vs. West Jersey, etc., R. Co., 63 
Atl, 415; Pugh vs. R., etc., Co. (Md.), 106 Atl. 522. 


Automobiles—Liability of Bailor and Bailee 

IHinois—Question: Can you express an opinion for us on 
the following matter: We contract by the week with a cartage 
concern in Chicago for a motor truck with chauffeur at a certain 
amount. We also use their other trucks and vehicles for hauls 
to the different depots on in and out freight and city stops. The 
auto truck which we hire has our name on both sides and in 
the front of the truck the cartage contractor has his name as 
the owner. 

While working under orders from us, who would be responsi- 
ble in the case of the chauffeur’s negligence while in transit 
should he accidentally hit a person or destroy public property? 
Would we be subject to the damages or would the cartage con- 
tractor assume the whole liability? We understand that this 
teaming contractor has insurance to cover liability and property 
damage in this connection. 

Answer: Where the owner of an automobile hires the same, 
with a chauffeur, to another, the latter exercising exclusive con- 
trol and management over both machine and chauffeur, the 
owner is not liable for its negligent operation. McNamara vs. 
Liepzig, 167 N. Y. S. 981; Burns vs. Jackson (Calif.), 211 Pac. 
821; Burns vs. S. P. Co. (Calif.), 185 Pac. 875; Kargath vs. Doak 


Bros. Coal & Coke Co. (Mo.), 253 S. W. 367; Simmons vs. Murray 
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“AUTOMATIC INFORMATION” 


It is one thing to look for and “dig out” infor- 
mation—another thing to have it handed to you 
automatically unsolicited—That is what “Watch- 
ing” Service does for our clients. 


Traffic Service Corporation, 
310 Mills Building, 
Washington, D. C 


Gentlemen: Your “Watching” Service as typi- 
fied by this instance has been splendid and is very 
much appreciated. As a matter of fact, when you 
had previously automatically advised us, after hav- 
ing responded to our initial request for some in- 
formation, I was on the point of addressing you, 
but your automatic information rendered this un- 
necessary. I was on the point of doing the same 
thing last week but was interrupted, so that had 
not your present letter been received I would 
probably have been in the dark on this matter 
for a day or two longer until news of the Com- 
mission’s order was noticed in your daily issue— 
and there is always a chance that one will over- 
look items of this kind—or until further advised 
by you upon specific request. 

I can certainly compliment your “Watching” 
Service. Very truly yours, 


THE CLEVELAND-CLIFFS IRON CO. 
(Signed) HERBERT KEOPPE, 
Traffic Representative. 


“IN CLOSE TOUCH” 


The only way to keep on top of things, so to 
speak, is to know just what is happening in 
your line, and to know it promptly. “Watch- 
ing” Service never sleeps. 


Mr. B. J. Hamm, Manager, 
Traffic Service Corporation, 
Mills Building, 
Washington, D. C. 


Dear Sir: 

The service which you have rendered us 
under our subscription has been most excellent 
and I would have no hesitancy in recommend- 
ing it to anyone whose activities require that 
they keep in close touch with transportation 
matters in Washington. 


Yours very truly, 


NEW ORLEANS JOINT 
TRAFFIC BUREAU 


(Signed) CARL GIESSOW, 
General Manager. 
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What Some of Our Clients Have to Say 
About Our Service 


“ALERTNESS” 


Not merely one but a half dozen or more 
operatives on the job, all of them alert, is what 
has made “Watching” Service worthwhile. 


Traffic Service Corporation, 
Mills Bldg., 
Washington, D. C. 


Gentlemen: Attention: Mr. B. J. Hamm. 


We are in receipt of confirmation of your 
wire of July 22d, in connection with the tenta- 
tive report of Examiner Fleming in the maca- 
roni case. Wire was duly received on the 22d, 
and we thank you for your usual alertness in 
matters of this sort. 

We wish to take this occasion to again ex- 
press our appreciation of your service. Our 
connection with your organization we find of 
inestimable value to us. 


Yours very truly, 


GORMAN-WHITNEY 
(Signed) L. E. WHITNEY. 


“TARIFF CHANGES” 


The so-called complete tariff file does not fill 
the need—“Watching” Service does not depend 
on SOME tariffs—it has the COMPLETE file. 


Mr. B. J. Hamm, Manager, 
The Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 


Dear Sir: 

I feel I must say a word in regard to your 
“Watching” Service. We have on file several 
thousand current railroad tariffs but we can- 
not hope to have tariffs showing all in and 
outbound rates at our competitors’ mills. While 
we carefully check the new issues for changes 
of interest to us, hardly a day passes but that 
you advise us of an interesting change in 
rates which we would not otherwise know of. 


Very truly yours, 
WEST VIRGINIA PULP & 
PAPER COMPANY 
(Signed) C. C. FURGASON, 
Traffic Manager. 


Write us for further information 


THE TRAFFIC SERVICE CORPORATION 


Mills Building 


Washington, D. C. 
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(Mo.), 234 S. W. 1009; Finnegan vs. Piercy Contr. Co., 178 N. Y. S. 
785; Baum vs. Link, 180 N. Y. S. 468; Olson vs Clark (Wash.), 
191 Pac. 810; American Express Co. vs. O’Connor, 279 Fed. 997; 
Carr vs. Burke, 169 N. Y. S. 981; Charles vs. Barrett, 190 N. Y. S. 
137; Howard vs. Ludwig, 171 N. Y. 507. 

The owner remains liable if he retains control of the driver 
in respect to the work being done. Bellug vs. So. Pac. Co. 
(Calif.), 209 Pac. 241; Borough vs. Schmidt (Mo.), 259 S. W. 881; 
Wagner vs. Motor Truck Renting Corporation (N. Y.), 186 N. E. 
229; Scheer vs. Melville (Pa.), 123 Atl. 853; Thatcher vs. Pierce 
(Pa.), 125 Atl. 302; Nauyoks vs. Otis Elevator Co., 163 N. Y. S. 
430; Macale vs. Lynch (Wash.), 188 Pac. 517. 

It is the control over the means and method of performance 
that determines liability, and not mere control of the results, 
Simmons vs. Murray (Mo.), 234 S. W. 1009. 

See, however, Nauyoks vs. Otis Elevator Co., 163 N. Y. S. 
430; Macale vs. Lynch (Wash.), 188 Pac. 517; Lorenzo vs. Man- 
hattan Steam Bakery, 165 N. Y. S. 847; Waldman vs. Picker 
Bros., 140 N. Y. S. 1019; Cattini vs. American Ry. Exp. Co., 196 
N. Y. S. 10; Charles vs. Barrett, N. Y., 185 N. E. 199; Baxter 
vs. Mendelson (N. Y.), 185 N. E. 198; Wagner vs Larsen (Wis.), 
182 N. W. 336. 

Demurrage—Shipper’s Order Notify Shipment 
trary to Bill of Lading Provision 

Michigan.—Question: A ships from station C to his order 
notify B at station D, no information being shown on this order 
bill of lading which would allow inspection of same prior to 
acceptance by the consignee. 

The carrers allow an inspection, with the result that B claims 
goods not as expected and refuses car. A takes car in at his 
warehouse at station D, which, of course, resulted in consid- 
erable expense to him, as the only party that could dispose of 
this particular commodity in the city at which station D is lo- 
cated is the consignee B, necessitating the return of goods 
eventually by truck to A at station C. 

This being a draft bill of lading shipment, B did not notify 
A and shipper had no knowledge of the refusal of car until notice 
by the carriers through their general freight department, who 
are located in an entirely different city, and, of course, imme- 
diately upon receipt of notice proper disposal orders were issued. 

The original order bill of lading could not be secured at a 
moment’s notice, of course, as it was necessary to order the 
return of this through the bank located at D, and this could 
not be presented then until several more days had elapsed at 
station D. 

The history of the case shows car shipped September 1, with 
the arrival at its destination September 2, and constructive place- 
ment on September 3, and in rendering demurrage Dill, the 
carriers have allowed Saturday, September 4, and Monday, Sep- 
tember 6, as free time, billing demurrage at $2 per day for 
September 7, 8, 9 and 10, respectively. Then, due to A’s refusal 
of payment of charges from there on until and including Sep- 
tember 29, they have met partially the negligence on their part 
and canceled demurrage for the time intervening from September 
10 until September 23, but issued charges against A at $5 per 
day for September 23, 24, 25, 27, 28 and 29, making a total in all 
of $38. 

A contends that bill of lading contract was violated when 
inspection was allowed by the carriers previous to taking up 
the original order bill of lading, and believes that the carriers are 
liable for special damages to the extent of his cost in handling 
from car to warehouse, and from warehouse to point at which 
he could distribute this particular commodity. 

Can you also state just what part of demurrage bill could 
be legally assessed or can you show opinion or conference de- 
cision to show that A is correct in his stand that no charges 
should accrue where the negligence has been proven conclu- 
sively to be on the part of the carriers in failing to notify him 
in sufficient time to protect himself against these demurrage 
charges? 

Just another point in this question: Are not the carriers 
subject to allow 48 hours’ free time on the original delivery of 
the car, and an extra day for reconsigning, and is not the con- 
signee then allowed still another 48 hours for unloading at his 
warehouse? We would appreciate very much an opinion on your 
part or any references to decisions which might affect this case. 


Answer: Inasmuch as carrier is assessing charges for the 
7th, 8th, 9th and 10th, we assume that the carrier had until the 
10th to give notice of refusal, the carrier being allowed twenty- 
four hours under section E-1, of rule 4, within which to give 
notice of refusal, but that it failed to give such notice until the 
23d. 

We can locate no opinion of the Commission which deter- 
mines the question of whether any part of the charges assessed 
for detention of the car after the 22d should be refunded by 
the carrier, under the provisions of rule 8, section 4, thereof. 

The only provision of rule 8 which might cover is section 
E. However, see 107 I. C. C. 491. 

It seems to us that, inasmuch as the car was reconsigned 
after refusal, 24 hours’ free time for reconsigning and 48 hours 
for unloading, should be allowed. 


Inspected Con- 
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REVENUE FREIGHT LOADING 


Cars loaded with revenue freight the week ended October 29 
totaled 1,128,486, according to reports filed by the railroads with 
the car service division of the American Railway Association 
This was an increase of 8,614 cars above the preceding week 
this year, with increases being reported in the loading of grain 
and grain products, forest products, merchandise and less-thap. 
carload-lot freight and miscellaneous freight. Decreases, hoy. 
ever, were shown in the loading of all other commodities. The 
total for the week ended October 22 was a decrease of 72,455 
cars under the same week last year, but 7,809 cars above the 
same week in 1025. 

Revenue freight loading by districts the week ended October 
a for the corresponding period of 1926 was reported as 
ollows: 


Eastern district: Grain and grain products, 9,253 and 9,086; liye 
stock, 3,151 and 3,358; coal, 43,323 and 55,942; coke, 2,287 and 3,587 
forest products, 4,435 and 4,932; ore, 3,744 and 5,253; merchandige 
L. C. L., 71,908 and 73,450; miscellaneous, 104,725 and 110,808; total, 
1927, 242,826; 1926, 266,416; 1925, 251,220. 

Allegheny district: Grain and grain products, 3,331 and 3,641: 
live stock, 2,618 and 3,065; coal, 45,740 and 60,357; coke, 4,409 and 
5,534; forest products, 2,555 and 3,505; ore, 8,233 and 14,064; mer. 
chandise, L. C. L., 57,651 and 59,142; miscellaneous, 84,899 and 92,209: 
total, 1937, 209,436; 1926, 241,510; 1925, 212,617. 

Pocahontas district: Grain and grain products, 219 and 213; live 
stock, 358 and 369; coal, 40,407 and 44,609; coke, 380 and 674; forest 
products, 1,840 and 1,799; ore, 159 and 105; merchandise, L. C. L, 
7,833 and 7,852; miscellaneous, 6,410 and 6,895; total, 1927, 57,606: 
1926, 62,516; 1925, 57,964. 

Southern district: Grain and grain products, 4,232 and 4,168; live 
stock, 2,160 and 1,923; coal, 28,674 and 28,940; coke, 574 and 816; forest 
products, 21,784 and 23,036; ore, 1,207 and 1,241; merchandise, L, C, L, 
43,338 and 43,303; miscellaneous, 61,753 and 65,896; total, 1927, 163,729: 
1926, 169,323; 1925, 161,463. 

Northwestern district: Grain and grain products, 22,256 and 15,637; 
live stock, 10,609 and 11,892; coal, 10,489 and 10,430; coke, 1,136 and 
1,818; forest products, 17,213 and 17,612; ore, 27,760 and 40,293; mer- 
chandise, L. C. L., 35,392 and 34,272; miscellaneous, 51,083 and 51,517; 
total, 1927, 175,938; 1926, 183,471; 1925, 168,700. 

Central Western district: Grain and grain products, 14,654 and 
15,727; live stock, 17,569 and 15,818; coal, 16,923 and 18,541; coke, 361 
and 407; forest products, 11,435 and 12,385; ore, 3,457 and 3,862; mer- 
chandise, L. C. L., 35,702 and 36,925; miscellaneous, 85,654 and 80,425; 
total, 1927, 185,755; 1926, 184,090; 1925, 182,742. 

Southwestern district: Grain and grain products, 6,433 and 5,843; 
live stock, 4,205 and 3,674; coal, 7,716 and 7,985; coke, 241 and 261: 
forest products, 8,638 and 9,685; ore, 476 and 477; merchandise, L. ¢, 
L., 17,522 and 17,627; miscellaneous, 47,972 and 48,073; total, 1927, 
93,203; 1926, 93,615; 1925, 85,971. 

Total, all roads: Grain and grain products, 60,378 and 54,315; live 
stock, 40,670 and 40,099; coal, 193,272 and 226,804; coke, 9,388 and 
13,087; forest products, 67,900 and 72,954; ore, 45,036 and 65,295; mer- 
chandise, L. C. L., 269,346 and 272,571; miscellaneous, 442,496 and 
455,816; total, 1927, 1,128,486; 1926, 1,200,941; 1925, 1,120,677. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1926 925 

Five weeks in January......... 4,428,256 4,456,949 
Four weeks in February........ 3,677,332 3,623,047 
Four weeks in March........... - 3,877,397 3,702,413 
Five weeks in April............. , 4,791,006 4,710,903 
Four weeks in May............. 4,145,820 3,869,306 
“Four weeks in June............ 4,089,340 3,965,872 
WIWG WEGES TF FU 6 cccccccceves 5,213,759 4,945,091 
Four weeks in August.......... 4,249,3 4,388,118 4,321,427 
Four weeks in September....... ,523,112 4,297,936 
Week ended October 1.......... 1,180,049 1,113,283 
Week ended October 8........... 1,174,928 1,106,036 
Week ended October 15......... 1,202,780 1,106,009 
Week ended October 22......... 1,200,941 1,120,677 

SRG. nbn hbsdscleccuweonsincous 43,892,838 42,338,949 





LUMBER SHIPMENTS 


Shipments and orders of the organized lumber industry were 
about the same the week ended October 29 as for the preceding 
week, according to telegraphic reports received by the National 
Lumber Manufacturers’ Association from 500 of the leading com- 
mercial lumber mills of the country. The 335 comparably re- 
porting softwood mills showed production about the same and 
slight decreases in shipments and new business, when compared 
with reports from 345 mills for the week earlier. In comparison 
with the corresponding week a year ago, production was about 
the same, with increases in shipments and new business—par- 
ticularly heavy in new business. The 137 hardwood operations 
showed an increase in production and considerable decreases 
in shipments and new business, when compared with reports 
from 127 mills for the previous week. In comparison with the 
same period last year, when 19 fewer mills reported, there was 
an increase in production, a falling off in shipments and 4 
marked decrease in new business. 

The following table compares the lumber movement, as re 
flected by the reporting mills of seven softwood, and two hard: 
— pre associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

ED acta asetiac atau 335 137 341 118 345 127 

Production ....244,483 20,876 234,255 18,188 244,811 19,560 

Shipments ..... 228,898 21,554 225,959 22,211 238,237 19,859 
Orders (New 

| 35 eee 225,599 18,921 208,220 21,097 230,638 21,898 
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CHICAGO SHIPPERS’ CONFERENCE 


The Chicago Shippers’ Conference Association elected the 
following officers at a business meeting November 1: President, 
H. R. Park, traffic manager, Chicago Live Stock Exchange; vice- 
president, W. J. Womer, traffic manager, Consumers’ Company; 
secretary, A. J. Goetz, traffic manager, Roberts and Schaefer 
Company; treasurer, H. G. Legan, trafic manager, Morton Salt 
Company; directors, H. D. Pixley, traffic manager, Carson, Pirie, 
Scott and Company, and B. F. Grubbs, traffic manager, Chapin 
and Company. 

Senator Deneen, of Illinois, was the speaker at the annual 
luncheon, held in the Red Lacquer Room of the Palmer House. 
About 300 members and guests were present. Mr. Pixley, out- 
going president, called the meeting to order and, after making 
a few remarks concerning the work of the last year, in the 
course of which he expressed the hope that some method of 
making freight rates by conference methods might be arrived at, 
he introduced the new president, who then took charge, intro- 
ducing the other newly elected officers and. directors before 
calling on the speaker of the day. 

Senator Deneen’s address was short, covering briefly several 
subjects. He gave the facts as to Mississippi flood relief and 
then turned to the need of the Mississippi Valley for relief from 
the effects of steamship traffic through the Panama Canal, which 
had benefited its eastern competitors. He suggested no relief 
in the matter of fourth section rail rates, though he referred 
humorously to the education in fourth section matters he had 
received at the hands of J. P. Haynes, of the Chicago Association 
of Commerce, and his associates when they were working to 
prevent the enactment of a rigid fourth section in the last ses- 
sion of Congress, but pointed out the progress that had been 
made in the plan for a deep waterway from the Great Lakes to 
the Gulf and spoke hopefully also of the proposed Great Lakes- 
St. Lawrence Canal. These two projects, he said, when suc- 
cessfully carried out, would make Chicago a great inland seaport 
as well as enable the city and the region to meet the intercoastal 
steamship competition in freight rates. 


WIRE COMPANY FIGURES 


Selectetd financial and operating data from annual reports 
of fourteen telegraph and cable companies for the year ended 
December 31, 1926, compiled by the bureau of statistics of the 
Commission, show the following for the companies as a whole: 


Total miles of wire in service, 2,055,637; investment in plant 
and eens. $338,793,806; other investments, $27,017,476; cash, 
$12,657,281; materials and supplies, $8,652,246; total working assets, 
83,610, "721; capital stock, $126,705,9 930; unmatured funded debt, 
96,651,020; total working liabilities, $33, 426,855; accrued depreciation, 
$77,009, 495; total corporate surplus, $96, 264 146; operating revenues, 
$165, 831, 115; operating expenses, $137,331 80 3; tax accruals, $6,162,191; 
operating income, $21,766,543; net income, $16, 806,258; dividends de- 
clared, $10,750,257; revenue messages transmitted, 194, 356, 300; average 
number of employes June 30, 1926, 83,437. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 29 totaled 28,230 cars as compared with 34,698 
cars (revised) the preceding week and 32,771 cars in the corre- 
sponding period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 7,765 cars; imports, 25 cars; asparagus, 5 cars; cabbage, 
1,286 cars; cauliflower, 215 cars; celery, 884 cars; eggplant, 7 cars; 
grapefruit, 334 cars; imports, 16 cars; grapes, 4,844 cars; green peas, 
17 cars; lemons, 139 cars; lettuce, 598 cars; miscellaneous melons, 53 
cars; mixed citrus fruit, 166 cars; mixed deciduous fruit, 26 cars; 
mixed vegetables, 379 cars; onions, 1,209 cars; oranges, 848 cars; im- 
ports, 85 cars; pears, 277 cars; peppers, 91 cars; plums and prunes, 12 
cars; spinach, 75 cars; string beans, 209 cars; sweet potatoes, 865 
cars; tomatoes, 619 cars; potatoes, 7,307 cars; imports, 29 cars. 


DETROIT SHIPPERS’ CONFERENCE 


The annual meeting of the Detroit District Shippers’ Con- 
ference will be held at the Fort Shelby Hotel, Tuesday, November 
8, at 6:30 p.m. Greater utilization of Detroit’s present potential 
water transportation facilities will be the chief subject of con- 
sideration. The officials of Detroit water transportation lines 
_ have been invited to attend for the purpose of developing a 
plan of cooperative procedure with the shippers in the same 
manner as the plan now operated between the conference com- 
mittees and representatives of the railroads. The twelve com- 
mittees that handle the detailed transportation activities in the 
conference will report on their activities and accomplishments 
and election of officers for the ensuing year will also be held. 
C. A. Sullivan, traffic director of Fisher Boddy Corporation and 
president of the Detroit District Shippers’ Conference, will pre- 
side. 


COMMISSIONER HALL’S RETIREMENT 


According to word from the White House, President 
Coolidge has received definite information that Commissioner 
Hall is contemplating retirement but that no time has been set 
for it. The President has been told that Commissioner Hall 
has expressed a desire to retire. 
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In connection with the announcement that the President 
had been told of Commissioner Hall’s wish to quit office, jt 
was said that early this week Senator Curtis, of Kansas, haq 
talked with the President about constituents that might be 
available for appointment to various commissions but that 
nothing very definite had been said about any of the men 
mentioned as available. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended October 22 
was estimated at 10,283,000 net tons by the Bureau of Mines of 
the Department of Commerce. This represented an increase of 
267,000 tons over the output for the preceding week. Anthracite 
production was estimated at 1,799,000 net tons, as against 1,794. 
000 tons in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended October 23 totaled 741,266 net tons, as compared 
with 981,870 tons for the preceding week. Anthracite shipped 
from Lake Erie ports totaled 59,041 tons, as compared with 
66,158 tons the preceding week. 

Tidewater bituminous coal shipments the week ended Octo- 
ber 22 were reported as follows: From Hampton Roads, 365,267 
net tons, of which 215,917 tons were for New England delivery; 
from Charleston, S. C., 1,589 tons for bunker use. 

Cars of coal forwarded over the Hudson River to eastern 
New York and New England the week ended October 15 were 
reported as follows: Bituminous, 2,659; anthracite, 3,046. 


NEW LINE TO BROWNSVILLE 


The Southern Pacific announces that the lower Rio Grande 
Valley extension, from Harlingen to Brownsville, is completed, 
three days ahead of schedule. This new line, another gateway 
to Mexico, will give access to this section, which already ships 
20,000 cars of winter vegetables, grapes, and citrus fruits an- 
nually. Effective with night trains, November 9, passenger 
service will be begun. 


WIRE TYING COMPANY FORMED 


The Gerrard Company, Inc., has been formed to take over 
the interests of the Ti-It Machines Company and the Gerrard 
Wire Tying Machines Company. The new company, with the 
combined resources and experience of the two organizations, 
expects to extend its field of usefulness in economical prepara- 
tion of commodities for safe transportation. A. J. Gerrard is 
president of the new company, and E. A. W. Murray, formerly 
president of the Ti-It Machines Company, is vice-president and 
western manager, having charge of operations west of the Rocky 
Mountains, with headquarters at San Francisco. Mr. Murray 
has been associated with the metal reinforcement industry since 
its infancy and is familiar with the Pacific coast trade. T. J. 
King, formerly vice-president and general manager of the Ger- 
rard Wire Tying Machines Company, is vice-president and east- 
erm manager of the new company, with headquarters at Chicago. 
The remaining personnel of the two companies will continue 
substantially as before, but will be merged as rapidly as possible 
into a unified organization. The formation of the new company, 
it is said, brings together the two largest manufacturers and 
distributors of wire typing machines and tie wire. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on October 15, totaled 135,645, 
or 6 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 1,926 cars under 
the number reported in October 1, at which time there were 
137,571. It also was a decrease of 9,682 cars compared with the 
same date last year. Freight cars in need of heavy repair on 
October 15 totaled 99,782 or 4.4 per cent, a decrease of 777 com- 
pared with October 1, while freight cars in need of light repair 
totaled 35,863 or 1.6 per cent, a decrease of 1,149 compared with 
October 1. 

Locomotives in need of repair on Class I railroads on 
October 15, totaled 8,759 or 14.4 per cent of the number on line. 
This was an increase of 414 locomotives, compared with the 
number in need of such repair on October 1, at which time there 
were 8,345 or 13.6 per cent, the lowest number ever reported. 
Locomotives in need of classified repairs on October 15 amounted 
to 4,740 or 7.8 per cent, an increase of 256 compared with October 
1, while 4,019 or 6.6 per cent were in need of running repairs, an 
increase of 158 compared with the number in need of such re- 
pairs on October 1. Class I railroads on October 15 had 5,401 
serviceable locomotives in storage compared with 5,720 on Oc- 
tober 1. 


AIR MAIL SERVICE 


Postmaster General New has announced that on December 
28, 1927, bids will be opened at the post-office department for the 
operation of a contract air mail route between Salt Lake City, 
Utah, and Great Falls, Montana, via Pocatello, Idaho, Butte and 
Helena, Montana. The distance between the two cities is 476 
miles and flying will be done in daylight. 
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Terminal Railroad Association 
OF ST. LOUIS 


‘‘The Terminal of Capacity and Expedition’’ 





















PLAT OF 
ST. LOUIS and VICINITY 

Showing RAILWAY SYSTEM of the 
Terminal R. R. Assoc. of St. Louis, 








ROUTE YOUR FREIGHT VIA 
«T.R. R.A.” IN YOUR BILLS OF LADING 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis - 
Industrial Switching SERVICE of the most excellent character 
Industrial Switching RATES the lowest to be found in any large city 

Prompt information supplied as to movement when requested 

Three belt lines in the St. Louis District and three in the East St. Louis District provide 

amply for industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development 
are available along these belt lines 


Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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NOTE—lItems in the Docket marked with an asterisk (*) are néw, 
having been added since the last issue of The Traffic World. Cancei- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

November 7—Kansas City, Mo.—Examiner Steer: 
19792—J. A. Folger & Co. vs. A. T. & S. F. Ry. et al. 


November 7—Missoula, Mont.—Examiner Kerwin: 
Finance No. 6367—In the matter of the application of the Northern 
Pacific Ry. for a certificate of public convenience and necessity. 
November Lethe eer ey D. C.—Examiner Howell: 
18740—Central Leather Co. et al. vs. A. -" & Y. Ry. et al. 
18842—J. G. Curtis Leather Co. vs. A. T. & S. F. Ry. et al. 
19208—Armour & Co. et al. vs. A. C. & Y. en et al. 
November 7—Atlanta, Ga.—Examiners Copenhafer and Parker 
17000—Rate Structure Investigation—Part 9, Live Stock, Southern 
Territory rates. 
18487—Atlanta Live Stock Dealers et al. vs. L. > N. R. R. et al. 
jes00—Southeastern Live Stock Association vs. & R. R. R. et al. 
18559—Kentucky Farm Bureau Federation vs. co ‘& O. Ry. et al. 
November 7—Washington, D. C.—Examiner Boyden: 
Valuation No. 1060—In re valuation of property of Union Pacific 


R. R. 

Vemanen No. 329—In re Oregon-Washington R. R. & Navigation Co. 
et al. 

Valuation No. 962—In re St. Joseph and Grand . Ry. 

Valuation No. 1007—In re Oregon Short Line R. 

Valuation No. 924—In re Ogden Union Ry. and De ot Co. 

Valuation No. 926—In re Northern Pacific Termina > of Oregon. 

Valuation No. 946—In re Leavenworth Depot and R. R. Co. 

November 7—Washington, D. C.—Examiner Quimby: 

Valuation No. 902—In re tentative valuation of the properties of 

the New York, Chicago & St. Louis R. R. et al. 

Valuation No. 359—In re tentative valuation of the aaa of the 
Lake Erie & Western R. R. and Northern Ohio Ry. 

November Lathe et ee D. C.—Examiner Folsom: 

Valuation No. 1064—In re tentative valuation of the property of the 
San Diego & Arizona Ry. 

November 7—Corpus Christi, Tex.—Examiner Sullivan: 

Finance No. 6440—Application of San Antonio, Uvalde & Gulf R. R., 
for authority to operate the Port Terminal R. R. Facilities of 
Pueces County Navigation District No. 1 at Corpus Christi, Tex. 

November 7—Minneapolis, Minn.—Examiner qeaaerty: 
20071—Delmar Co. et al. vs. C. M. & St. P. Ry 
November 7—Florence, Ala.—Examiner Disque: 

19746—Muscle Shoals Traffic Bureau, for + acs Lumber Co., a 
corporation, et al. vs. L. & N. R. R. et a 
19787—Muscle ey Traffic Bureau for King Stove & Range Co. 
va. A.C. LA R. R. et al. 

November 7—New York, N. Y.—Examiner Jewell: 
197798—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
November 8—New York, N. Y.—Examiner Jewell: 

16531—The Hamersley’ Manufacturing Co. vs. Erie R. R. et al. 

17326—Clifton Paper Mills vs. Y. S. & W. Ry. et al. (further 
hearing, in respect of rates from New York, N. Y., and Hoboken, 
N. J., to Garfield and Passaic-Dundee, N. 7. 

November 8—Minneapolis, Minn.—Examiner Hagerty: 

1. & S. 2993—Eggs from Hutchinson, Minn., to Chicago, Til. 
November 8—Kansas City, Mo.—Examiner Steer: 

17730—The Fredonia Linseed Oil Works Co. vs. A. & V. Ry. et al. 
November 9—Kansas City, Mo.—Examiner Steer: 

20120—Rudy-Patrick Seed Co. et al. vs. A. & S. Ry. et al. 


November 9—Birmingham, Ala.—Examiner Disque: 
—, pan Sub. 1)—Hammond Motor Co. et al. vs. A. G. S. R. R. 


* 20028" 7 Sub. 1)—Hammond Motor Co. vs. M. & O. R. R. 
November 9—Washington, D. C.—Examiner Gray 
Valuation No. 1066—In re tentative valuation of the property of the 
Toledo Terminal R. R. 
November 9—Minneapolis, a mg gear Hagerty: 
19936—Hudson Manufacturing Co. vs. C. M. & St. P. Ry. et al. 
November ee Va.—Examiner b ded 
19903—J. W. Gillaspie vs. N. C. St. . oh et al. 
20086—Sumter Packing Co. vs. A. C. R. ned et al. 
November 9—Houston, Tex.—Examiner ion 
Finance No. ne ee Northside Belt. Ry. for authority to 
operate a line of railroad in Harris County, Tex. 
November 9—Washington, D. C.: 
= veto No. 91—General Revision of Accounting Rules for Steam 


lroads. 
15100 Depreciation Charges of Steam Railroads. 
14700—Depreciation Charges of Telephone Companies. 


November 9—Argument at Washington, D. C.: 
wr pte from Western points to Chicago Milwaukee 
erritory. 


Traffic Service Se SS ee 


THOMAS E. GRADY & CO., INC. 
Industrial Traffic Managers 
and Counselors 
MIAMI, FLA. 
ATLANTA, GA. 


SAVANNAH, GA. 
WEST PALM BEACH, FLA. 
TAMPA, FLA. 


RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N. Y. 


November 9—Washington, D. C.—Examiner Walton: 
Valuation No. 1067—In re valuation of the property of the Union 
Stock Yards Co. of Omaha (Ltd.). 
November 10—New York, N. Y.—Examiner Jewell: 
17607—John A. Fiero et al. vs. Penna, R. 
19615—George T. Thompson et al. vs. B. R. & P. Ry et al. 


November 10—Birmingham, Ala.—Examiner Disque: 
19939—Birmingham, Rail and Locomotive Co. vs. A. B. & A. Ry, 
and B. L. Bugg, receiver, et al. 
20036—-Leake and Goodlett et al. vs. A. G. S. R. R. et al. 
November 10—Minneapolis, Minn.—Examiner Hagerty: 
a Hudson Manufacturing Co. vs. C. St. P. M. & O. Ry, 
et al. 
November 10—Kansas City, Mo.—Examiner Steer: 
Consumers’ Material Corp. vs. A. T. & S. F. Ry. et al. 
November a D. C.—Examiner Weems: 
1. & §. 2983—Cancellation Transcontinental Class and Commodity 
Rates to and from Florida. 
. & S. 2983 (ist supplemental order)—Cancellation Transcontinental 
“class and commo ity rates to and from Florida. 
- & S. 2983 (2nd supplemental order)—Cancellation Transcontinenta] 
“Class and Commodity Rates to and from Florida. 
November 10—Denver, Colo.—Special Examiner Rogers: 
19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 
November 10—Argument at YS gy BS. Cs: 
18657—Swift & Co. vs. L. & N. R. R. et “. 
19184—Armour & Co. et al. vs. Term. R. R. Assn. of St. Louis et al. 
17669—Strauss & Adler, Inc., Png Erie R. R. et al. 
17924—Swift & Co. et al. vs. A. T. & S. F. Ry. et al. 
18536—Louis Burk, Inc., et al. vs. B. & O. R. R. et al. 
= _— 1—Birmingham Packing Co. et al. vs. A. T. & S. F. Ry. 
et a 
November 10—Louisville, Ky.—Examiners Copenhafer and Parker: 
17000—Rate Structure Investigation—Part 9, Live Stock, Southern 
Territory rates. 
18487—-Atlanta Live Stock Dealers et al. vs. L. & N. R. R. et al. 
18500—Southeastern Live Stock Association vs. A. & R. R. R. et al. 
18559—Kentucky Farm Bureau Federation vs. C. & O. Ry. et al. 
November 11—New York, N. ey age Jewell: 
18296—Norfolk Tallow Co. et al. vs. C. . Ry et al. 
November 11—Argument at Washington, 4 C.: 
— en Agricultural Chemical Corp. vs. C. C. C. & St. L 


Ry. 
18788—Dodge County Lumber Company vs. * - a R. R. et al. 
18866—Alcolu Railroad Company vs. A. C. 


ey 1i—Kansas City, Mo.—Examiner tnd 
. 2982 (1st and 2nd supplements)—Soft pooch from Illinois mines 
‘= Ad and Missouri points. 


November 12—<Asheville, N. C.—Examiner Harris: 
19907—Western Carolina Shippers Assn. et al. vs. A. C. L. R. R. et al. 
Portions Fourth Section Application No. 1625 and 1780 of C. C. Mc- 
Cain, 2055 and 2060 of J. F. Tucker, Agt., and 1548 of Southern Ry. 
20052—Western Carolina Shippers’ Assn. et al. vs. N. & W. Ry. et al. 


November 12—Minneapolis, Minn.—Examiner Hagerty: 
19997—Alberta Coal Sales Co. et al. vs. Can. Natl. Rys. et al. 


November 14—Minneapolis. Minn.—Examiner Hagerty: 
20095—Page & Hill Co. vs. C. M. & St. P. Ry. et al. 


November 14—Washington, D. C.—Examiner Way: 
* Valuation No. 468—In re tentative valuation of the property of the 
Cornwall R. R. (further hearing). 


November 14—Fulton, Ky.—Examiner Sullivan: 
Finance No. 6496—Application Mobile & Ohio R. R. for authority 
> ~~ line of railroad between Columbus and South Colum- 
us, Ky. 


RAILWAY WAGE INCREASE ASKED 


Conductors and trainmen on 55 roads west of Chicago filed 
requests for increases in wages of about a dollar a day No- 
vember 1. The action was taken by the Brotherhood of Railway 
Trainmen and the Order of Railway Conductors in behalf of 
the employes. The request is similar to one presented about 
a year ago and denied by a board of arbitration last June. At 
the time the former request of the trainmen and conductors was 
denied, the board of arbitration granted the yardmen on western 
roads increases approximating 7.5 per cent. William Lee, pres- 
ident of the trainmen’s brotherhood, explained that the present 
agreement with the roads would expire March 1 and that it was 
the hope of the employes negotiations could be completed before 
that time. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





LEO C. SEFF 


LEONARD’S GUIDE 


Freight —Express—Parcel Post 
Rates and Routing 


G. RB. LEONARD & CO. 
15 East 26th St., New York. 155 No. Clark St., Chicago 








































































Novemb 





EDITOR 


CURRED 


DECISIC 
Cary 
at 
Furr 
to 
Tliff- 
CO 
Nati 
ac 
~~ 


THI 


WAS 
MILL 
Phon: 


SoSey 









Union 


A. Ry. 


». Ry. 


nodity 
nental 


nental 


et al. 


et al. 


P.. Ry. 
= 
thern 
al. 


et al. 
al. 


a Ey 


nines 


et al. 

Mc- 
1 Ry. 
et al. 


f the 


ority 
lum- 


filed 
No- 
way 
f of 
bout 
At 
was 
tern 
res- 
sent 
was 
fore 


Cf) | 


st 





November 12, 1927 THE 








TABLE OF CONTENTS 


SNe Nas <ovigssiel el v.inln.otaas oo pveqnse eee he rere lovelecn ni sia 0a ilo sete eenavere wet sreireismi w eheliguel 1081 
CURRENT TOPICS IN. WASHINGTON............cccccccccccveeee 1085 


DECISIONS OF THE COMMISSION: 
Cary, H. H., Co. vs. Mich. Cent. et al.; case 17238; switching 


SE TGETORE CHAO oo 6.5 5.5006: 006-9500. 6.6 ove eos etieenewen's 1087 
Furniture from Ft. Smith, S. Ft. Smith, and Van Buren, Ark., 
to Birmingham, Ala.; I. and S. 2904 (mimeographed)......... 1087 
lliff-Bruff Chemical Co. et al. vs. C. & E. I. et al.; case 16048; 
COR CUTTY a.’ :05055 8659s edo i06iNb ne eweeS deeds ebibeess 1087 
National Zine Co. vs. A. and V. et al.; case 16459; sulphuric 
NS er eee ee ee eee ee 1088 
Southern Agricultural Chemical Corp. vs. A. and V. et al.; 
case 16719; sulphuric acid (mimeographed).................. 1088 
Frank, William, et al. vs. A. C. L. et al.; case 187000; potatoes 
URN IEE Do. 5 60: o5-01970 0 616:0146 us 0 win bb aardaieln a welea sige @orOe nee 1088 
Armour & Co. vs. G. N.; case 14301; dirt and clay (mimeo- 
IR: 5rc5itdigeipve:e'ae.m orece. 6:9: oie. wim sia ee aie ein Ge sinreie deremanaelecgarerate!a ipa 1088 


Bunker Hill and Sullivan Mining and Concentrating Co. vs. 
Ore.-Wash. R. R. and Nav. Co. et al.; case 17863; lead 


emelter Products CMHMNCGETAPREE) ......0.6ccccvvceceeceeccveoses 1088 
Rauh, E., and Sons Fertilizer Co. vs. A. C. and Y. et al.; case 
UHSSO: TEYtiliner GEATMOOETADACSE) | o.o.c:0.0:6:0.0:0 06001060000 0.0-e0 00s 1088 
Lynchburg, Va., Chamber of Commerce Traffic Bureau vs. 
Southern; case 17583; polished marble (mimeographed)...... 1088 
Johnston and Larimer Dry Goods Co. vs. A. T. and S. F. et al.; 
case 16674; cotton piece goods (mimeographed)............... 1088 
Beaumont Lumber Co. vs. C. R. I. and P. et al.; case 18530; 
lumber reparation (mimeographed) ae ce cerecak bracalatiatans We iosa-p gialeteinterera 1089 
Chevrolet Motor Co., of Mich., vs. C. R. I. & P. et al.; case 
18556; passenger automobile charges (mimeographed)....... 1089 
Selig Co. of Tex. vs. P. R. R. et al.; case 18373; iron ash cans 
NIE 5 sicise, 0 Gone cvere- eearae-u-c dine raanecevaralane srataraeiuets srarem 10 
Cline and Bernheim, Inc., vs. C. and N. W. et al.; case 18224; 
SCVAD AWMINUM CGHIMSORTAMNCA) qo occccccccssvcsecesseeeseeee 1089 
Louisell Pine and Hardwood Co., Inc., vs. C. R. I. and P. et al.; 
case 18506; lumber penalty (mimeographed)................4- 1089 
Holt Co. of Tex. vs. C. R. I. and P.; case 17698; tractors 
IED, oosbe'5:nrhnin cd cis eda ec se a saaeeesscan seahorse 1089 
Goff, W. E., vs. St. L.-S. F. et al.; case 17832; ties (mimeo- 
SPIED oye vnase ne-0-0.0.0:015 ed (onion a wre sala we wetenle ie eee ule meieiaeee 1089 


Lynchburg, Va., Chamber of Commerce Traffic Bureau vs. D. 


L. and W. et al.; case 17867; cotton piece goods (mimeo- 
EET 65.56.4360 S etd tess 5955 Hose TREES Sea w ee whee Nee 1089 
Automatic train control; docket 13413, Sub. No. 6-2 (mimeo- 
ERS Si RS APES TS Ee Cee EO A et ne ar 1089 
Morse Dry Dock and Repair Co. vs. A. C. L.; case 18177; cast 
17On Pipe Hltingss CHIMCSOGTAVNE™) q o.c.o.cc.cccievsicsvvceseveseewes 1089 
PROPOSED REPORTS IN 1. C. C. CASES.......ccccsgscccccvcecoce 1091 
COORDINATED TERMINAL SERVICES (Article No. 14)—By G. 
RII WIPED oo. oases he: Ssaverterarara: seve: gta winzere, aeinlelqie.s-scere gre rele ramiem erere a 1099 
LOSS AND DAMAGE DE CIQIOING. oii cock. occ ccc eeecdccceciew nee 1104 
MISCELLANEOUS TRAFFIC DECISIONS................c0eeceeee 1104 
eR — I sca r-acco 9. arava i'o-0-% wip eterno Gre iie ele @ wineG ey bialecneee 1104 
TEE SI TG oa ov i Re er iio as Sein eee de incccciiopinnecet 1110 
Re Ee eas 5a ere digo Pee ooo aine sess Met waeaeee 1114 
CST S DE i a ool 6 sine see ceeswdnawiondinpeeeeee 1116 
PR FOOPUAL, IOTEWIS. AOE DOS ..w occ 8 isis c cicciteinw ewe ssitedlioc’ees 1122 
NEW COMPLAINTS .......... nr RT RE I Loo SOE: bret oh 1126 
DOCKET OF FHE GOMMIGGION. q...<is.ciic si cccccesidescedeewedas 1130 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 8. MARKET STREET 
Phone, Main 3840 Telephone, State 8636 


Be ae ao 
signee atone ncn na peepee REO AIRS RRR 















TRAFFIC WORLD 

































UNIVERSAL 


‘CARLOADING and DISTRIBUTING 


COMPANY 








UNIVERSAL 
ALWAYS STANDS FOR 


Real economy thru reduced 
rates and efficient loading of 
less than carload shipments. 


Dependable service by the 
regular forwarding of all 
Universal Consolidated Cars. 


Prompt delivery by the 
movement of these cars in 
symbol trains. 


Reliable operation as the re- 
sult of rates that are accu- 
rately figured on the cost of 
the service rendered. 


A Foreign Department with 
reputable agents throughout 
the world. 


QUALITY 
IN FREIGHT SERVICE 





For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 
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Through CHICAGO vigh 


N its Chicago Area service to shippers throughout the United States, 
I the Chicago South Shore & South Bend Railroad has resolved that the 

familiar trade-mark, “South Shore Line,” shall come to mean, “The 
Symbol of Service.” 

The diagram on the facing page clearly shows the basis for it in the 
complete belt switching facilities available to through carload shippers by 
way of the South Shore Line. Rates apply via principal railroads. Direct 
connections with N. Y. C. & St. L., Wabash, Illinois Central, E. J. & E.R. R., 
also with Chicago’s largest belt switching lines as shown: B. R. C., B. & O. 
C. T., Pullman R. R. and I. H. B. The various belt line team tracks are 
open to the South Shore Line; through switching absorption, Chicago and 
Chicago Switching District industries can be reached. 

: The representative in your territory will be glad to call on you and 
explain any feature of this new service. Look through the list on the right 
hand page. 
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F. W. Shappert, Assistant to Vice-President 
William Petersen, Traffic Manager 


Representatives East 
and Central 


Cleveland, Ohio 


Fred N. Hait, Gen. Agt., 
1608 Williamson Bldg., 
Cleveland 


Detroit, Mich, 


Wm. H. McCloud, Gen. Agt., 
8-228 General Motors Bldg., 
Phone Empire 6640 


New York City 


H. H. Meyer, Gen. Agt., 
1618 Transportation Bldg., 
Phone Bowling Green 0071 


Pittsburgh, Pa. 


A. Waldbauer, Gen. Agt., 
528 Park Bldg., 
Phone Atlantic 0174 
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Representatives West 
and South 


Kansas City, Mo. 
J. M. Purcell, Gen. Agt., 
717 Commerce Bldg., 
Phone Victor 0877 


Louisville, Ky. 
B. J. Webb, Gen. Agt. 
$04 Lincoln Bldg., 
Phone Main 3003 


Los Angeles, Calif. 
A. M. Culver, Gen. Agt., 
800 S. Spring St., 
Phone Trinity 0781 


Minneapolis, Minn. 
Ernest Irber, Gen. Agt., 
816 Corn Exchange Bldg., 
Phone Geneva 1063 


San Francisco, Calif. 
Cc. F. Arnold, Gen. Agt., 
620 Dollar Bidg., 
Phone Sutter 5019 
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TRAFFIC DEPARTMENT 


CHICAGO, ILL.—79 W. Monroe St., Phone Central 8280 

C. L. Binget, Assistant General Freight Agent 
W. R. Jones, Commercial Agent 

L. W. Hodgetts, Traffic Representative 


SOUTH BEND, IND. 




































301 N. Michigan St., Phone Lincoln 5764 
A. W. Oberfell, General Freight Agent 
R. E. Frantz, Traffic Representative 


SOUTH BEND RAILROAD 
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NEW YORK 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 


Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 












BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 
Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship — no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 
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Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 








Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 
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BUFFALO PHILADELPHIA S E 
KEYSTONE WAREHOUSE CO. MERCHANTS WAREHOUSE CO., ~~ 
Ceneen od Beeayy Sweets 10 Chestnut St., Philadelphia, Pa. A 
w.J fo ea Supt. Snowden Henry, Supt. <= 
Strictly nl aie’ te Eleven mammoth warehouses, with — 
cated at the “Hub” of the whole- floor area of 1,300,000 square feet, ee 
sale and retail districts. Served by served by Penn. R. R. sidings. Larg- A 
all railroads entering Buffalo, in- est operators of public warehouses a 
cluding the Great Lakes steamers in Philadelphia. Equipped to fur- = 
and N. Y. Barge Canal lines. Also nish any kind of service incident to 5S 
by all suburban auto trucking com- handling of package freight on L. = 
ja —— —— with C. L. shipments. Low insurance. 
ca cartage 
eailitien, Liberal advances on stored goods. > = 
S a 
- oh 
PHILADELPHIA NORFOLK ¢ 
PHILADELPHIA TIDEWATER NORFOLK TIDEWATER 
G. M. Richardson, Gen. Mer. and J. A. Moore, Manager, 
reasurer 
10 Chestnut St., Philadelphia ny 













a) 
| ud (es 
| - ‘ 7” 
S h i ers: The above means great money saving to you. Read carefully — then direct 
p p * your freight to be delivered to these spiendid terminals, and warehouses. 
(ud All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
| and security with lowest possible insurance rates. Our Single Unit Policy of administration under a Ce) 
- management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
N ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? Ua) 
Write or telephone the company nearest to you and our rates gnd arrangements will be promptly 
furnished, together with descriptive illustrated folder. 
HARVEY C. MILLER, President AS) 
319 Commercial Trust Building, Philadelphia, Pa. -) J. M 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


YOUR LESS CAR LOAD PROBLEM 


















Are you confronted with the problem of an 
Economical and Expeditious Way of Disposing of 
Your Less CarLoad Freight? 


IMORE AND OHIO SYSTEM 


THE BALTIMORE AND OHIO CHICAGO 
TERMINAL RAILROAD If so, we Can 


solve your 

problem for 

you to your 

entire 

™eonesty \, Vie “ ey satisfaction 
nego sc aN Shy caso with a 


“i ISLAN *, 


CHICAGO, ILL. 
er kd 
aE RAND CENTRAL STA. 
B&ORR. 


universal 
service that is 
available on the 
—| B&OCT R.R. 
at any point 
you may prefer 
to locate 

your plant. 


Ws tS 





A phone call will bring more detail, and 
important information 


ADDRESS 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 
CHICAGO 
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Into Your Oriental Markets 


‘Short cut” your products into the great markets of 
the Orient by taking advantage of the Seattle Short 
Route. This route, 1,000 or more miles shorter to 


the principal Oriental ports than any other, affords 
a quick, direct approach to the tremendous markets 
of the Far East — and time is a vital factor in con- 
trolling markets in these days of keen competition. 


Not only does this route make possible quicker and 
more propitious deliveries, but there is a proportion- 
ate saving in shipping expense. Savings of from a 
day to a week in “in transit” time mean appreciable 
savings in insurance and interest charges. Further 
economies are effected by low storage and insurance 
rates on public docks and the abolition of wharfage 
charges on trans-continental cargo within ten days. 


Why not profit by the advantages this route affords 
you? 


Up-to-the-minute equipment 
of the Port of Seattle in- 
sures greatest dispatch in 
transfer of cargo from car 
to ship. Anything from a 
hundred ton locomotive to 
a bale of matting can 
handled with equal facility 
and dispatch. Six trans- 
continental railroads and 
seven trans-Pacific steam- 
ship lines serve the Port 
of Seattle. 


For specific information address: 
Traffic Department 


Bell Street Terminal 
SEATTLE, WASHINGTON 
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The Logical Place 
To Build Your Plant 


The ideal location for an industry is seldom found, but the territory served by the 
CHESAPEAKE AND OHIO RAILWAY has certain favorable factors that make it the 
most logical. The more important factors are: 


Its Geographical Location: 


A broad strip extending from the Atlantic Seaboard at 
Hampton Roads, to the Great Lakes at Toledo and Chicago, 
including the heart of the rich Appalachian fuel belt and the 
great central Ohio Valley. The entire territory is centrally 
located with respect to the eastern half of the United States. 


Its Raw Materials: 


Many basic raw materials are near at hand; others are 
quickly assembled at points most favorable for their use. 


Its Fuel, Power, and Water: 


CHESAPEAKE AND OHIO territory is supreme in its 
favorable position with respect to fuel, power and water. Its 
coals, oil and natural gas, are contributing to low production 
costs so prevalent in this territory. Water is abundant every- 
where for all purposes. 


Its Labor and Climate: 


There is no disturbing labor element. Ample supply of 
efficient labor at a satisfactory wage. The climate is conducive 
to good working and living conditions. 


Its Markets and Transportation: 


Comprising large portions of Virginia, West Virginia, Ken- 
tucky, Ohio and Indiana, the territory offers important local 
markets, while excellent transportation facilities, both rail and 
water, afford distribution to all consuming centers. 


The territory served by the CHESAPEAKE AND OHIO RAILWAY merits 
serious consideration of the manufacturer or prospective manufacturer. In it he will 
find a combination of the above factors that will enable him to compete in open markets 
of the world. Inquire of our Industrial Department for detailed information. 


Industrial Department 
The Chesapeake and Ohio Railway Company 
RICHMOND, VIRGINIA 
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STORAGE 


East and West Bound 
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IN THE PORT OF NEW YORK 


The “New-Way” offers unlimited Terminal facilities for WAREHOUSING, DISTRIBUT- 
ING, ASSEMBLING, SHIPPING, TRUCKING and MANUFACTURING. 

The Terminal provides modern commercial fire-proof, sprinklered, re-inforced concrete 
buildings for warehousing, distributing and manufacturing plants. The buildings have adequate 
freight platforms and direct railroad sidings at car-door level. There are also deep water docks to 
accommodate waterborne freight of all kinds. The marine and specific fire insurance rates are the 
lowest obtainable. 

The INDUSTRIAL TERMINAL of TODAY ASSURES its Shippers and Manufacturers 
economy through concentration of operation not attainable through any other means. 


TERMINAL NEW YORK OFFICE 
BAYWAY (ELIZABETH) N. J. 25 CHURCH STREET, N. Y. C. 
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Offers a 
Highly Developed 
Freight Service 


between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 
makes this an ideal route for the rapid move- 
ment of shipments. 
Canadian Pacific Railway 
Canadian National Railways 


Quebec, Montreal & Southern 
Boston & Maine 


via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 


THE TRAFFIC WORLD ™ 


Super-power Locomotives, Equipped with Auxiliaries 


Adding 25% to Hauling Power. 


via Wilkes-Barre, Pa. 


} via Binghamton, N. Y. 
via Owego, N. Y. 


And Their Connections 


Our nearest representative will, if given opportunity, render you 
HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


N. Y.—Telephone Main 3380 
Colket, Milk Agent, 
Building 


Cc. * Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
— MASS.—Telephone te 4106-4107 
eeler, New England Freight Agent, 
ret baa of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 
Jas. Vandenberge, General Agent, Freight Department, 
722 Ellicott Sc Square Building 
— ar I eae Wabash 8994 
Cc. H. Clark, Agent, Freight Dept., 
1101-02 ‘Webster Building, 
327 South LaSalle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, General Canadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., West 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
C. G. Howland, General Agent, Freight Dept., 
1446-48 Woolworth Building, 
233 Broadway 


— 
. E. 


ONEONTA, p.% Y.—T ag 1500 
A. W. Ackley, Division Freight Agent, 
1 ae Street 
PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Grant 5516 
H. W. Haas, General Agent, Freight Department, 
513-514 Bessemer Building 
H. A. Dietz, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell] 4751 
J. Ie Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Garfield 1651 
J. B. Stewart, General Agent, Freight Department, 
1021-1022 Pierce Building 


TROY, N. Y.—Telephone 765 


F. J. Forster, Division Freight Agent, 


a Station 


W. G. Story, General Freight Agent, Albany, N. Y. 
. N. Hiller Freight Agent, 7 Y. 
Max V. Becksted 


it, Asst. Gen. Freight 


aibany, N. 


F. 
t Agent, 
o* . A. ne - Jr., Asst. Gen. Freight Agent, Albany, X Y. 


W. Nyland, Coal 


Freight Agent, Albany, N. Y. 


C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 


L. F. Perry, Assistant to General Traffic Manager, 


Gonnect “Peale tee 
ROUTE OF aati amen teaaid 


e N. Y. 
J. LOREE, 
Vieo President’ ‘and General Manager 


THE MONTREAL LIMI vinsilnds sad Short Way between New York and Montreal 
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Bag Factories 
ST. LOUIS 
MINNEAPOLIS 
OMAHA 

NEW ORLEANS 


SAN FRANCISCO 
INDIANAPOLIS 
MEMPHIS 
KANSAS CITY 
SEATTLE 
WINNIPEG 
HOUSTON 
BROOKLYN 
BUFFALO 
WICHITA 


WARE SHOALS, S.C. 


Cotton Mills 
ST. LOUIS 
INDIANAPOLIS 
BEMIS, TENN. 


Bleachery 
INDIANAPOLIS 
Paper Mill 
PEORIA 


COTTON 


7 on¢1n 
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J plus lasting 


4 good will 


HE Bemis technical staff 
created a lasting economy 
of widespread benefit when it 
showed soap manufacturers how to ship pulver- 
ized soap and chips to laundries in Bemis Bags. 


The soap makers save in first cost, cost of packing, 
and tare weight by shipping in Bemis Bags. And 
in addition they gain the good will of the 
laundries, who, in turn, gain their customers’ 
good will by converting the soap bags into ideal 
laundry bags. 


Perhaps bags can do as much for you. To find 
out, just ship us by freight one unit of your 
product in its usual container. Our technical 
staff will apply itself to your problem and ship 
your product back to you in a Bemis Bag—or tell 
you frankly it can’t be done. No obligation, of 
course. 


BEMIS Bro. BAG Co. 


Address: General Sales Offices, ST. LOUIS, U. S. A. 





BURLAP - PAPER @~ PRINTED.._OR. PLAIN 


acking and Shipping Costs 
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Soap Chips shipped in BEMIS 
BAGs reach the laundry in 
perfect condition at a mini- 
mum of expense for container, 


freight and handling. 


Bags are easily stowed away 
until their contents are used. 
After that they are usable for 
something other than kindling 
wood! 


For they are washed to remove 
all soap chips—and the man- 
ufacturer’s imprint — 


And then turned over to the 
laundries’ customers for a long 
life of usefulness as bags for 
the family wash! 


L300 
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THE SOO LINE’S GREAT 


Freight Terminal 
Chicago 


The terminal is located in 
the heart of the business 
and manufacturing district 
of the city and covers 11 
city blocks. 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
Jefferson and Union Streets. 
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